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Favorite over-the-highway 
tire with thousands of truck 
operators, the U. S. Royal 
Fleetway is built to deliver 
the goods. When you’re 
ready for “saw tires, re- 
member ‘for the highway 
—it’'s the Fleetway’’. 


IN EVERY SERVICE 
U.S. TIRES EXCEL 


ae 


TRAFFIC WORLD 


“ . ieee oe j , % AP Set. ‘a e. 
hey ie ees 4 awd ae * 


1230 SIXTH AVENUE « ROCKEFELLER CENTER « NEW YORK 20, NEW YORK 


ee eae teens santiaus 


AN GLERAL NIE IR 


petee 






STATES RUBBER COMPANY 


August 









Edit 
Rail: 
Deci 
Prog 
Trar 


Defe 
Rail 
Cla: 
Wa 


Pro} 





Tre 





Published 

























August 18, 1945 


Iu this 7ssue 





Vol. 76, Number 7 — Whole Number 2002 


REE SCRE OR er the Cn RR Og 


TRIE, PRCT goin s nce ccc cc dence dssaceevie 418 

Decisi a SND ed sa:jaiata salons lane aidjeaonl 419 ns 
cisions 0 e mmission ‘ \ \ Ne 

Pempeend: TNCs GET. Ge Gioia iin ooccnknn cede twrsesccess 423 


We are in the war and our equipment 
is pre-war, but we’ve got a 


STREAMLINED OPERATION 


: Transportation and War's End, by Joseph C. Scheleen... 427 


Defense Transportation Orders, Etc..................05- 429 


Railroads’ Record in World War II, by Lewis W. Britton.. 431 


Class Rate Division Develonments..................... 433 ... anew idea in motor transportation 
Wages amd Leber... 2. cs ccceccccccccccccccscecvevecs 438 to serve you better. We call it — 
Pe I 5 ciate coin ohana ew SS Awe ules ode 438 
Th, Ges ED INE PIII. ok onc cc ccicddbarsdroueseacnse 439 
ae a er 443 
i ee re Pe ere eee Te 444 
IN asia. 5 scsacicid a ch sp oth voice 6 mh nb ig fockas a vain Oe eRe 446 
ee EE EE CT OTe PE re “452 
Dipwata GE Timer Tee. «ww nono sic iv cece ccwecsees 459 
ER I is pio sus aid a ks ares a Sine a\sais ne wee aisle age 460 
ee ee er ne eran eee 460 
eee era ee re 462 
Se Ae IB 20sec henceetwaauncansaabaspasaSs 468 


Copyright, 1945, Traffic Service Corporation 


c 


GD (NRA PIC VOR Mp ws CINCINNATI 
























Name Registered U. S. Patent Office Ar. 5:30 AM 
: 7:30 PM 
"FOUNDED 1907—39th YEAR Run No. 528 _ pone 6:30 PM Ar. ae pe 
Published Every Saturday by the Traffic Service Corporation Run No. 546 “< Chicago :15 PM Ar. 7: 
General Offices: 418 S. Market St., Chicago 7, Ill., U.S.A. Run No. 545 Lv. 





Washington, D.C. 4, Office: 1023-28 Earle Bidg. 
* 

Publisher: E. F. HAMM, JR. 

EDITORIAL 


ROBERT J. BAYER S. H. SMITH 
Editor Chief, Wash. News Bureau 


Associates: JOSEPH C. SCHELEEN, LEWIS W. BRITTON, S. D. MAYERS 


ADVERTISING 
Advertising Director: EMIL G. STANLEY 













ee 


Find out what KEESHIN § 

N SCHEDULED 
OPERATIONS can do for you. Con- 
sult your local terminal for KEESHIN 


SCHEDULED OPERAT 
cities, noes te other 



































4 JOHN C. CADLE JACK B. COX 
Eastern Advertising Manager 640 Mason St., 
122 E. 42nd St., New Yerk 17, N.Y. San Francisco 2, Calif. 


Special Service 
Manager: R. R. LETHEM 


THE TRAFFIC SERVICE CORPORATION 
E. F. HAMM, JR., President and Treasurer 
E. G. STANLEY, Vice-President and Secretary 
S. H. SMITH, Vice-President 





DEPENDABLE SERVIC 


LL ————— 
Traffic Service Corporation also publishes: Daily Traffic World and 
Traffic Bulletin, Traffic Bulletin, World Ports, National Guide. 





_— 


irr Ls 
Published weekly by The Traffic Service Corp., 418 S. Market St., Chicago, Ill. Entered as second class matter January 1, 1913, at the postoffice at Chicago, Ill., under the Act of March 3, 1879 


IX tons of freight on the 
beachhead — and another 
ton coming through every month 
—that’s what it takes to keep him 
and every other American 
fighter out there in the Pacific. 


And this summer millions of 
others are on the way to join him 
— moving clear across the con- 
tinent and halfway round the 
world to finish a gruelling, 


stepped-up job that demands 


To do their vital job 
RAILROADS NEED MEN. 
See any office of the 


Railroad Retirement Board 
or the U. S. Employment Service. 




















more and more help from all 


of us. 


So day and night you are seeing 
the greatest westward move- 
ment of passengers and freight 
in history —a movement that, 
since victory came in Europe, 
has changed in direction but not 


in volume. 


Passenger cars are needed for 


the fighters who must travel — 
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while every freight car must 


be loaded quickly, emptied 
promptly and hurried back to 


work. 


The job is to “keep ’em rolling.” 
The railroads still need the co- 
operation of shippers, of travel- 
ers, of the armed services, of 
the government —the superb 
cooperation which has so vitally 
aided in doing the toughest 
transportation job ever tackled. 


AMERICAN RAILROADS 


ALL UNITED FOR VICTORY 
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“Our Wartime Service Has Proved 
White's Claims for Super Power 


..-made originally 6 years ago” 
.«. Says Walter F. Mullady, President, Decatur Cartage Company, Chicago 


DECATUR CARTAGE COMPANY of Chicago 
... was one of the first great transport compa- 
nies to adopt White Super Power. Six years 
ago, it already had Super Power in operation 
long enough to be able to offer actual experi- 


ence in proof of “remarkable maintenance 
economy after long mileages”. 


war transportation job that lay ahead for 
Decatur Cartage—nor the new equipment 
shortage that would make it necessary for their 
trucks to work harder, longer hours and more 
miles than was thought possible. 


4 
2 
j 
| No one could foresee then, the tremendous 
F 
i 
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Power Whites are approaching or have passed 
the half-million mark. This is a tribute, too, 
to the company’s thorough maintenance 
methods because all service work, including 
major repairs, is done in its own shops where 
the White Personalized Service Plan is followed. 


| Many of the original Decatur Cartage Super 








“The dependability of White Super Power 
over long mileages, in the face of the job we 
have had to do and in the face of shortages 
of all kinds, has enabled us to keep our promises 
to our shippers and consignees. And that’s 
the most important contribution any truck 
could make to our business,” Mr. Mullady said. 
st THE WHITE MOTOR COMPANY : Cleveland 
A larger volume of new Super Power Whites for commercial 
-d use is now assured by government order. Your White 
representative will be glad to help you make application. 
to 
99 
10- 
pl. WALTER F. MULLADY, President, Decatur Cartage 
Company, is a prominent figure in the trucking in- 
of dustry. Past President and currently Vice President : 
of Central Motor Freight Association, Mr. Mullady | ii 
rb is also a Vice President and Director of A. T. A. 
lly 
2st 
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"FOR MORE THAN 45 YEARS THE GREATEST NAME IN TRUCKS 
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Progress requires acceptance of that which is better...new ideas, 
new methods, new products, a new generation and new leaders. 
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MEANS EVERYTHING «xx 





URING the trying months of war, The Mansfield 
Tire and Rubber Company has contributed the 
answers to many of the most knotty problems ever 
confronting the tire industry. 


Through continuous active association and partici- 
pation in all of the progressive improvement and 
expansion of heavy duty tire production from war- 
born synthetic rubber, Mansfield has taken a new 
front-ranking position in the truck and bus tire field. 


When final victory is won, thousands more of 
America’s truck owners and bus operators will be 
able to reduce their mileage costs through the de- 
_pendable performance of Mansfield-made tires. 











* * * * * 





| By value delivered...on the basis of proved performance...the good reputation 
of truck and bus tires made by Mansfield has grown through thirty-three 
years of association with America’s leading wholesalers in always 
better serving the tire needs of truck and bus fleet owners. 





THE MANSFIELD TIRE & RUBBER CO. « MANSFIELD, OHIO 


RICHLAND, UNITED 
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Today, the activity over the Corn Belt Route, like that 
of all America’s railroads—united for victory—is war 
activity. 
In this activity, the greatest railroad record in history is 
being written, despite curtailed facilities and much in- 
SERVING FIVE IMPORTANT 


GATEWAYS—Chicago, Kan- creased tonnage. Certainly, the railroads have proven 
sas City, Council Bluffs 





Cone. 3 Poe. Se. their capability of really doing an outstanding job, on 
Cities). . 
their own. 


The Corn Belt Route is a vital factor in the above circle 
of activity, as a key factor in America’s mass rail network. 
Keep that area in mind and when the post-war time comes 
to ship, ship via Chicago Great Western. 


hicage Cneat Ustown 


THE CORN BELT ROUTE 
ONE OF AMERICA'S RAILROADS — ALL UNITED FOR VICTORY 


Thomas G. Kees, Assistant to Vice-President 309 West Jackson Blvd., Chicago, Ill. 
Traffic Offices in the Larger Cities 
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ESE FEATURES 


SAVES MANPOWER—the powerful hy- 
draulic lift enables one man to load or un- 
load trucks One man now does the work of 
three 

CUTS LOADING and UNLOADING 
TIME—absence of chains permits “LIFT- 
GATE” to be loaded from all sides Stops 
automatically at body floor and ground level 
REDUCES PERSONNEL ACCIDENTS 
—Cylinder and valve, in one unit, directly 
connected to “LIFTGATE"—no pins or 
cables to break. Control levers located for 
safest operation 

LESSENS MERCHANDISE DAMAGE— 
Automatic valve prevents over-loading Ad- 
justable stop on control valve regulates max- 
imum lowering speed to prevent accidental 
dropping of load. “LIFTGATE” cannot 
lower while truck is in motion 

EASILY INSTALLED—on trucks now in 
service or on new trucks without extensive 
alteration to the truck body or mechanism 
“PERFORMANCE PROVED”—in hun. 
dreds of installations all over the world. 
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READ WHAT USERS SAY 


“Ie is @ necessary addition to our 
equipment *’ CE W 


**Ordering two more next week ™ 
RRO 


**Now operating 14 "' or Rr 


**We would be glad to recommend 
the Anthony *“LIFTGATE’ to any- 
one "’ BXxXI&M CO 


“This LIFTGATE' is working out 
in a very satisfactory manner, and 
in fact far exceeds our expectations 
Before, our driver could not unload 
the truck unaided—now he han- 
dies unloading without assistance ' 

CRLCO 


‘It has performed flawlessly 
HFL 


‘‘Our damage claims have been 
practically nil "’ MFR 


**We would recommend theinsta'la 
tion of such equipment on all trucks 
where loads of 150 Ibs or over are 
handled “* 8 ¢ 


**‘We have just put our third one 
into service "* M H CO 


**We thought we only had a limited 
use for one. now we've found so 
many uses we couldn't do without 
at”’ AG @ 


(Statements on file) 


ANTHONY COMPANY, inc. 


MANUFACTURERS OF HYDRAULIC HOISTS & BODIES & TRUCK EQUIPMENT 


wn ILLINOIS 


WRITE—ATTENTION: DEPT. 6-C. 





Photo courtesy of Dairymen's Ohio Farmers Milk Co., Cleveland, Ohio. 
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Deliver Sales Messages Door to Door... 


with MEYERCORD TRUCK DECALS 


Every truck you operate has valuable space to 
advertise and sell your product. Use it...it’s 
free...and use it with durable, washable, easy 
to apply Meyercord Truck Decals. This modern 
method of truck decoration and lettering is eco- 
nomical for a dozen trucks or a thousand. 


Products, trademarks, slogans can be reproduced 
in any size, color or design at a fraction of hand- 
painting time and cost. Overnight speed of ap- 
plication of Meyercord Truck Decals keeps your 





trucks ‘‘on the street.” Investigate this modern 
method of truck decoration... for your present 
or post war fleet. Designing service free. Please 
address all of your inquiries to 

Department 63-8. 


FREE! TRUCK VISUALIZER 


Contains helpful hints on lettering, 
decorating; with outline diagrams 
for experimental designing of many 
body types — from panel deliveries 
to vans and tank trucks. Send for 
your free copy... TODAY! 
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Tomorrow’s Trailers... 
ready Today! 


IGHWAY Trailer engineers have always kept in close touch 

with the bedrock realities of motor transport—alert to seize 

upon any new ideas which could help make Highway Trailers safer, 
easier to handle, longer-lived, more economical to operate. 


That’s why Highway, in offering you tomorrow’s trailers today, 
presents a practical modern freight carrier which includes all the 
benefits of Highway’s extensive wartime experience. New methods, 
new materials, new money-saving production techniques make 


Highway “Clippers” and “Freightmasters” the biggest money’s worth 
of trailer ever offered to America. 


Send for the new ‘‘Freightmaster” and “‘Clipper” booklets, and 
learn why Highway’s policy of manufacturing (rather than merely 
assembling) spells greater value and longer satisfaction for you. 


oe w as TRAILER COMPANY 


Factory and General Offices, Edgerton, Wisconsin 
Truck Trailers and Bodies @ Earth Boring Machines 
Winches and other Public Utility Equipment 





biztce HWAY ““:" TRAILERS 








‘ON EVERY 
U. S. HIGHWAY 


We are producing 
Highway truck trailers 
under W. P. B. authorization. 
Available for delivery. 





GENERALS 


EXTRA-MILEAGE PACKAGE 


GE- 
miLeA : 
pumas SERVICE: 


Ss 
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General’s exclusive, scientific tire maintenance package, 
available at all General Tire Dealers, adds thousands 
of extra miles to your tires. That’s the kind of results 
General’s nation-wide network of factory-trained Truck 
Tire Engineers give you by using the last word in modern 
equipment . . . exclusive maintenance methods de- 
veloped by years of experience. 

TO ASSURE MAXIMUM MILEAGE . .. start off 
right by equipping all around with the zew GENERAL 
HIGHWAY TIRE that has three new extra-mileage 


construction features. 


THE GENERAL TIRE & RUBBER CO. « AKRON, OHIO 
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"GREAT POWER AND EASY HANDLING” 


Herr’s still another example of ample truck 
capacity and power as recommended by Inter- 
national Harvester—the performance of an 
International KR-11 in the service of Schmidt 
Truck Lines, with terminals at Duluth, Minne- 
sota, and Fargo, North Dakota. 


“This has been a very satisfactory truck,” 
writes Adolph Muering of the Schmidt Truck 
Lines, “since we haul a greater load in less 
time.” 

“We have this unit pulling a 28-foot trailer 
carrying about 36,000 pounds. It operates be- 
tween Duluth and Fargo, averaging about 512 
miles per gallon, and a quart of oil every 500 
miles. It has run more than 32,000 miles, and 
we have had no trouble with it. Our drivers like 
its great power and easy handling. We expect to 
buy another KR-11 as soon as one is available.” 


Internationals are rugged trucks—so depend- 
able in performance that in the 10 years before 


the war more heavy-duty Internationals were 
sold than any other make. And Internationals 
are backed by the nation’s largest company- 
owned truck service organization. But Inter- 
national goes a step further. It recommends 
trucks of ample capacity and power. So get 
International’s recommendation—a recommen- 
dation that means economy, performance and 
long, satisfactory service. 


INTERNATIONAL HARVESTER COMPANY 


ae 180 North Michigan Avenue 
Chicago 1, Illinois 





HARVESTER 


NEW TRUCKS: The government has authorized the manufac- 
ture of a limited quantity of light, medium and heavy-duty 
International Trucks for civilian hauling. But many opera- 
tors will have to wait for trucks. Maintenance of existing 


vehicles is just as important today as before V- E Day. There- 
fore, be sure your trucks get top maintenance and service at 
International Truck Dealers and Branches. And if you qual- 
ify for a new truck, see your International Dealer or Branch 
for valuable help in making your application. 





INTERNATIONAL Yaucks. 















@ Where you see the Ward LaFrance Dealer 
Symbol displayed, you'll find an alert merchant 
with something new and better in rugged, low- 
cost transportation to sell... The new Ward 
LaFrance commercial 
truck models are built 
BIG all the way through 
-«sWwith payload capa- 


city running up to thirty 


LA FRANCE 


~ ACCESSORIES | 


GREAT AMERICAN INDUSTRIES, INC. ¢ ELMIRA, NEW YORK 





SIGN OF DEPENDABLE TRANSPORTATION | 


tons... big wherever extra size, extra strength, 
or extra power can add to dependability of 
service, or hauling economy. 

In Ward LaFrance heavy-duty trucks, you 
will discover an entirely new standard of relia- 
bility and performance. Prove it to yourself by 
visiting your Ward LaFrance dealer. If there is 
no dealer in your locality, write our Sales De- 


partment for interesting details. 


TRUCK DIVISION 
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TRAIL_LMOBILE SERVICE 
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Who keeps 
® Sutchs bottle ‘ull 4 


In Chicago, chances are, it’s-the spic-and- 
span tank trailers, operated by the Dice Mo- 
tor Delivery for the Bowman Dairy Co. They 
haul milk from a hundred miles around. Each 
unit works ten hours. . . hauls 22,000 pounds 
of milk a day. Laying up a single unit 

for a working day is serious and delays 
Se may mean milk spoilage. 


That poses a real problem— _ The solution. At night the trailer Next morning... the trailer is on 
how to keep these tank trailers in goes into our Chicago Servicenter the job completely serviced. No time 


eer. Se CR aa MSR AOS 
SL a4 SORE ER RRR NAYS A Peree Sai erat 
ee vet “ 
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tip-top shape and free from break- anything from a mechanical is lost. Risk of spoilage due to break- 
downs... sanitary .. . well painted 


all the time—and still work them Checkup to a complete repaint job. downs is minimized to the nth de- 
ten hours a day, every day. gree. That's good business! 


It’s good business for you, too, to put your service prob- 
4 1 lems—whatever they are— in Trailmobile’s hands. Each of Trail- 
mobile’s 60-odd Servicenters is equipped to give factory standard 
service on anything from a mechanical checkup to a complete re- 
build job,—economically and promptly. The Trailmobile Co., 
Cincinnati 9, Ohio; Berkeley 2, California; Charlotte, North 
Carolina. 


Headquarters Plant 
Cincinnati, Ohio 
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RAILMOBILE 


104 Years of Building Transport Vehicles * Sales and Service in Principal Cities 
















AMERICAN AIRLINES 


INTERNATIONAL AIRFREIGHT 


Air Speed ar Low Rates! Wo Delay at the Corder/ 






Both Ways Between 
Points Throughout 
the U.S. and Mexico 


—Ship all the way 
by air 
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AMERICAN AIRLINES 
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—all on a Fingle Document! 


American Airlines International Airfreight avoids 
port of entry delays, and by combining low rates 
with air speed presents a feasible and profitable 
method of moving your everyday merchandise 
shipments by air all the way between points through- 
out the United States and principal cities in Mexico 
and Central America. 


A single shipping document is all that is required 
for the entire air haul on the American Airlines’ 
system. Try it, and you'll call it the simplest form 
of international shipping you’ve ever known! 


Our staff of Airfreight research specialists and 
Airfreight sales engineers are ready now to consult 
with you and help find out how International 
Airfreight can work for you. These men can help 
you use Airfreight as a tool for new marketing 
and merchandising. Write to Airfreight Division, 
American Airlines, Inc., 100 East 42nd Street, 
New York 17, N. Y. 


AMERICAN AIRLINES »... 


THE NATIONAL AND INTERNATIONAL ROUTE OF THE FLAGSHIPS 
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The General Assembly of Tennessee on December 
11, 1845, chartered this Company by Special Legis- 
lative Act .. .We are still operating under this ancient 
charter . .. We have never been in receivership—we 
have never been reorganized—we have never de- 
faulted upon, failed to pay nor sought to compromise 
a fixed obligation . . . We gave the public fair and 
honorable service the first hundred years, and 
we propose to give more and finer service in the 
future .. . As a beginning we have just started the 
colossal task of reducing curves and grades from 
Memphis, Tennessee, to Atlanta, Georgia. This work 


re 


- 


will take about four years to complete and will cost 
approximately $2,600,000.00 . . . The idea was con- 
ceived by our own people and the work will be done 
by men living in the territory we are privileged to 
serve. This will eventually mean heavier and faster 
trains, at greater speeds, with greater safety . . . Thus 
we will have more jobs for our own magnificent 
forces and for our returning soldiers . . ..We love 
America and the American way of life. We love the 
South and all it stands for and has stood for .. . We 
plan and hope and expect to be the best public 
servant ever chartered under the laws of Tennessee. 


THE NASHVILLE, CHATTANOOGA & ST. LOUIS RAILWAY 


- HELP FINISH THE FIGHT—BUY WAR BONDS | 
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Write for a copy of the Evans Manual today. It illustrates the manifold advantages of 9 have | 


general purpose Utility Loader grip-locked loads to shipper, carrier and consignee alike. ) ing m 
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Make Larger Shipments In Greater Safety 


The Evans general purpose Utility Loader is box car equipment that 
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permits the loading of any box car from floor-to-roof and from 


shape or weight . . . and locks the grip against the vibration, shock 
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FOR THE GOOD OF THE RAILROADS EVANS DETROIT PLANT 


FLIES ARMY-NAVY 


EVANS PRODUCTS COMPANY ay 


DETROIT 27, MICHIGAN 
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The Dawn of an 


This is being written only fifteen hours after the 
reporters rushed out of President Truman’s office 
to carry to the world the word that our nearly four 
years of agony were at an end. The natitonwide cry 
of relief and jubilation that swelled to an unprecedented 
crescendo in the night has drifted into profound silence. 
We sit in an office where the click of one typewriter is 
all that disturbs the strange silence. A soft breeze 
rustles papers on the desk and bright sunshine yellows 
the rather dingy vista outside our window. Emotion 
is spent, and the circumstances conduce to a mood of 
contemplation. It is human to push out of the mind 
the toil and terror of the past years and to ask: “What 
Now?” 

It can be said of most of us, as Chesterton said of 
Dickens, that “like all brave men, when he saw the fu- 
ture he was a little afraid of it.’”” We have been writing 
and talking, and some of us have been engaged in what 
we call post-war planning. This morning, suddenly, 
we become aware that “post-war” is here and the time 
has come to put what planning we have done into effect 
—or to struggle along, as most of us probably will have 
to struggle, without a plan. 

We use the word “suddenly” advisedly. Our transi- 
titon from peace to war was a gradual and orderly af- 
fair compared with this sudden plunge from war into 
peace. ‘The question of how to proceed with “recon- 
version” in an orderly fashion became academic when 
the bells began ringing last evening. Today we must 
begin that reconversion, because today our chief effort 
is no longer an effort of war, but an effort toward the 
resumption of normal peacetime pursuits. 

The task is almost unimaginably huge and com- 
plex. Its simplest factors include the assimilation into 
American industrial and social life of the greater part 
of the many millions of men whose full-time job has 
been fighting the enemy, and the turning to peace-time 
uses of the skill and labor of many more millions who 
have been engaged in making the tools for those fight- 
ing men. If that were all, the task would still be one 
to tax American ingenuity. But those major factors 
are interwoven in a mass of other perplexing problems 
for the solution of which we have no precedent. 

We have committed ourselves, in addition to the 
Managing of our own affairs, to a share—perhaps the 
Major share—in bringing order in devastated countries, 
to assisting in their reconstruction, to saving life and 


415 
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alleviating suffering among destitute peoples. We, who 
still are a long way from perfecting our own self-gov- 
ernment, have pledged ourselves to govern alien peoples 
while we are teaching them self-government. However, 
we may feel about these duties, they remain duties, be- 
cause, unless we perform them faithfully, revolt and 
anarchy will stalk the world; and we are newly educated 
in the painful fact that these, when they reign else- 
where, inevitably beat a bloody pathway to our doors. 

The moment, then, is one for solemn contempla- 
tion, sincere prayer and, perhaps, a little healthy fear. 
Our real test as Americans impends. In the heat of 
battle we proved amply and conclusively that we could 
rise to uncontemplated heights. It remains to be seen 
whether, in the weariness of one exciting task done, 
we can tackle and accomplish equally well a drab and 
dull job. If we can convince ourselves of the sheer ne- 
cessity of accomplishing it, we shall do it. Under the 
fear lies confidence. 


HE MORE immediate question in the minds of those 

of us interested in transportation is what will develop 
in that field, both in the long term and the short term. 
It is the latter that impinges most immediately on the 
mind today. 

There have already been orders affecting the move- 
ment of war freight. On that score, perhaps the first 
immediate effect of the ending of the war will be the 
easing of the freight car situation. Billions of dollars 
in war contracts have already been cancelled and fur- 
ther cancellations will follow with the days. The great 
destinations of raw materials and origin points of muni- 
tions represented by the vast war-born plants will, over- 
night, become deserted networks of platforms and 
tracks. In a figurative sense, the mechanical depart- 
ment of the railroads will be able to draw a breath, look 
around and lick its wounds. The crippled cars and 
overworked locomotives will undergo examinations in 
the course of which there will be many exclamations 
over the fact that this or that unit was able to continue 
functioning at all. Some of the outworn mechanical 
heroes will be retired to overdue graves. In the deeper 
perspective of the picture there are still indistinct fig- 
ures that indicate that even the best of the remaining 
rolling stock is headed toward obsolescence in favor of 
newer and more efficient equipment. 

On the passenger side of railroading, there are in- 





POST-WORLD WAR I 


Big Stock Piles . . 


Long- Range Buying 


WHAT HAPPENED AFTER 
WORLD WAR I? 


Manufacturers started at a tre- 
mendous rate to catch up to the 
pent-up demand for peacetime 
products. Then what happened? 


Came the day when the big de- 
mand was filled. Orders stopped. 
But, manufacturers could not head 
off the stream of incoming freight 
—parts and raw materials. Nor 
could they liquidate the big stock- 
piles in their factory bins and 
yards. The 1920-1921 “Inventory 
Depression” resulted. 


In those days, three-week to 
two-month inventories were com- 
mon. It often took two weeks for 
parts or materials to arrive from 
suppliers at distances not more 
than 200 miles away! 


WHAT WILL HAPPEN AFTER 
WORLD WAR li? 


There will be no inventory de- 
pression! The reason? Mainly be- 


World’s Largest Builders of Truck-Trailers 


FRUEHAUF TRAILER COMPANY e 


. Slow: Deliveries 





cause our country now has a FIVE 
BILLION DOLLAR MOTOR 
TRANSPORT SYSTEM—some- 
thing which was not in existence 
at the end of World War I. 


Parts and materials from sup- 
pliers are no longer on the way 
for weeks. They arrive by truck 
and trailer hourly—travel 300 
Hand-to-mouth 
buying has taken the place of 
risky long-range guesswork. 


miles overnight. 


BIG INVENTORY DAYS 
ARE OVER 


Many factories have no stock- 
piles whatever. Instead of a three- 
week inventory, they often operate 
on a two-hour supply. The high- 
way is practically a part of the 
conveyor system. Suppliers are 
linked to main factories by truck 
and trailer delivery timed ac- 
curately to meet exacting manu- 
facturing schedules. 
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Rapid Turnover 
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THIS IS HOW IT WILL BE DONE 


Utilizing motor transport to its 
utmost, a business concern can 
achieve important gains in ef- 
ficiency and flexibility ... 





(1) By using motor transport 
to bring supplies to your door as 
and when needed. 


(2) By seeing that your de- 
liveries are not hampered by re- 
strictive, obsolete and inadequate 
highway and vehicle laws. This is 
a matter to take up with your 
State Legislators. 


(3) By planning your new 
building or modifying your present 
one, so that your loading and un- 
loading facilities are adequate, 
with modern mechanical handling 
devices. To be sure—consult your 
Traffic Managers, Motor Transport 

Operators and Architects 


Today Motor Transport can 


and should be an integral part 
of your business. 





Service in Principal Cities 


DETROIT 32, MICHIGAN 
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dications that in the coming months the job will remain 
as difficult as it is at present. One is tempted to predict 
that it may become more difficult in those months, ex- 
cept for the fact that it is being done today at absolute 
capacity and there is nothing beyond that. One of the 
first statements of the President, following his an- 
nouncement of the Japanese surrender, was that 
5,500,000 soldiers would be severed from the Army in 
the next year or eighteen months. It is true that sev- 
erance may not involve the same number of movements 
per man as redeployment, but the number of men in- 
volved is much greater than the number of those it 
was planned to redeploy. Civilian comfort in passenger 
travel still looks rather far off. 


HE WAR-WEARY, harassed highway transportation 
man has one or two small immediate prospects for 
relief. He may expect, almost at once, a cessation of 
the annoyances connected with gasoline rationing, and 
it is likely that, one of these days right soon, he will 
be able to buy gasoline of a quality comparable to that 
used in prewar days. The augmented production of 
gasoline brought about by military needs ought to in- 
sure greater civilian supplies than the country has ever 
known. Quantity purchases will undoubtedly put mean- 
ing back into the discount system under which the 
trucker buys his supplies—a meaning that has been 
absent in the years when, regardless of the quantity 
he wanted to buy, the operator’s purchases were limited. 
His tire headache should also disappear quickly. 
Production of tires has risen to a level where the makers 
will undoubtedly compete vigorously for the truck mar- 
ket—and it wouldn’t be at all surprising to see a quick 
resurrection of that almost forgotten thing, the buy- 


» ers’ market. 


Whether or not the vast numbers of surplus military 


q vehicles are going to ease the critical truck situation is 


a question only the technical experts can answer; and 
among them there is disagreement. Some profess to 


> see the possibility of making over the Army truck into 


a useful civilian highway carrier with comparatively 
simple alterations; others insist that the basic design 
of the Army truck, in which no attention was paid to 
economy of operation, makes its use in civilian trans- 
portation an impossibility. 

Aside from that, however, it is certain that the 
truck manufacturing facilities of the country will turn 
to the competitive civilian field as soon as possible. 


How much retooling is necessary there is also one of 


the things only the technical experts can safely predict, 


1 and that will have an effect on just how soon the new 
) trucks will appear on the highways. 


Given the new vehicles, however, and relief from 
the gasoline and tire burden, the question still remains 
as to how much of the civilian business the trucker will 
be able to get in the immediate post-war days. The op- 
erator who shrugged off his pre-war civilian customers 
to take on more profitable war contracts and who 
adopted the typical retailers’ attitude that there was a 
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war on in his personal dealings with shippers, is going 
to have a hard time staying in business, now that the 
flush of war traffic is being cut to a dribble. On the 
other hand, the truck operator who distributed his 
limited capacity equitably among the shippers who had 
built his business in the first instance, and who did his 
best courteously to help the shipper solve his problems, 
is likely to find himself with a pretty healthy backlog 
of civilian traffic. 

The post-war months will in no way lessen the im- 
portance of highway transportation in the general pic- 
ture; but it wouldn’t be at all surprising to see a con- 
siderable change in the personal and corporate identity 
of those who conduct it. 

In the air the post-war change is likely to come 
slowly. Its position is comparable with that of the rail 
passenger business, since its principal function now and 
for some time to come will be to haul passengers. There 
should, however, be an almost immediate increase in 
facilities, because there are many of the airplanes used 
by the service forces that can be converted back to 
scheduled passenger services without much trouble. 
Besides, many of the service forces’ planes were used 
in passenger services and all that is required is to turn 
them over to the airlines. 

Finally, there is the question of .the reestablish- 
ment of water services—coastwise, intercoastal and 
ocean. An inventory of the coastal vessels taken over 
by the government at the beginning of hostilities will 
probably show that, aside from the many that were lost, 


others will need major repairs before return to civilian 
services. 


HAT PART the vast number of government-built 

cargo ships — Liberties, Victories, tankers and 
others—will play in the resumption of peacetime water 
traffic, is impossible to say at the moment. We have been 
on the lookout for expert opinion as to the susceptibility 
of these vessels for efficient use by privately operated 
lines, but have not run across anything indicating, in 
layman’s terms, how radical the alterations necessary 
for such conversion will be. Here, too, however, we 
may look for a renaissance, although how long it will 
be on the way, in terms of months, it is not possible to 
say now. 

In ocean shipping, at least, the end of war traffic 
will not be abrupt. There are untold tons of materials 
scattered over .the world, much of which will be re- 
turned to this country. There will be large occupational 
forces which it will be necessary to continue to supply; 
and the fuel, food, clothing and other material we shall 
have to transport abroad for relief purposes will need 
many bottoms. 


Cc. M. ST. P. & P. REORGANIZATION 

Federal Judge Michael L. Igoe of Chicago on August 13 
granted the petition of the reorganization committee, Chicago, 
Milwaukee, St. Paul & Pacific Railroad Co., which asked for 
an order approving the designation of mortgage trustees and 
other agencies to act under the reorganization plan, and ap- 
proving maximum expenses of $780,000 to be incurred in put- 
ting the plan into effect, exclusive of attorneys’ fees. 
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Railroad Abandonments 


Lackawanna 


In an abandonment proceeding involving the imposition of 
conditions for the protection of one employe affected, Finance 
No. 13957, Delaware, Lackawanna & Western Railroad Co. 
Abandonment, Examiner Paul C. Albus, in a proposed report 
- on further hearing, has recommended that division 4 of the 
Commission find that present and future public convenience 
and necessity do not require the imposition of such conditions. 

The examiner said new positions for agents and telegraph- 
ers (the affected employe having been agent at the only agency 
station on the branch line abandoned) had been advertised 
following the abandonment. He said that, under his seniority, 
the agent could have obtained any one of the vacancies. In 
addition, it said, he could have displaced any one of several 
other employes receiving a rate of pay equal to or higher than 
paid at his station, but had voluntarily elected to accept a posi- 
-tion close to his home. Had Trump accepted one of the adver- 
tised positions, the examiner said, none of the other men in- 
volved would have been displaced, although he noted that the 
other men were not adversely affected by the abandonment of 
the branch. 

It had been proposed, said the examiner, that the agent be 
allowed a pay rate differential between what he received as 
agent at the closed station and at the station he selected, and 
an arbitrary sum of $30 a month for the use of his private 
automobile between his home and the station selected. 

At one point in his proposed report, the examiner noted 
that counsel for the railroad had objected to the receipt of any 
testimony by the general chairman of the involved union unless 
proof was submitted to show the witness had specific authoriza- 
tion to represent the individual employes concerned, citing 
Elgin, Joliet & Eastern Ry. Co. vs. G. W. Burley, et al., 65 Sup. 
Ct. Rep. 1282, a point raised in a number of abandonment pro- 
ceedings before the Commission. The examiner said the cited 
case involved the settlement of money claims for employes 
against the railroad and was not analogous to the instant pro- 
ceeding “wherein the petitioners seek imposition of conditions 
under which the claims of the employes against the respondent 
arising from the abandonment may be settled.” 


D.L. & W. 


In Finance No. 14920, Delaware, Lackawanna & Western 
Railroad Co. Abandonment, involving an application of the 
D. L. & W., and the Hoboken Ferry Co. for authority to aban- 
don the ferry line between Hoboken, N. J., and West 23rd St. 
in New York City, the West 23rd Street Ferry Association, Inc., 
has asked the Commission to issue subpoenas duces tecum re- 
quiring the production of certain books and records for the 
period 1935 to and including 1939. 


The petitioner contends that the figures given for 1940 to 
1944, the normal five-year period it said was required by the 
Commission, is not normal. Since 1942, it said, ‘economic and 
physical changes have taken place to such an extent that they 
cannot be considered normal times. .. .” It contended the 
ferry had been operated at a profit for upwards of 15 years 
prior to the war and that the reduction in the number of ve- 
hicles using the ferry began with the entry of the country into 
the war. It was to prove this contention, it said, the additional 
figures were needed. 


In the alternative, the petitioner asked the Commission to 
compel the applicant to furnish the same information for a 
five-year period terminating with 1941. 


Milwaukee 


By a report and certificate in Finance No. 14692, Chicago, 
Milwaukee, St. Paul & Pacific Railroad Co. Trustees Abandon- 
ment, the Commission, division 4, has permitted abandonment 
by the Milwaukee trustees of parts of a line of railroad in 
Chippewa county, Minn.,.extending from Montevideo to Watson, 
4.44 miles, and for a distance of 3.78 miles west of Watson. 


O. P. S. Co. 


In Finance No. 15019, the Ohio Public Service Co. has asked 
the Commission for authority tc abandon 35.42 miles of its 
electric interurban railway engaged exclusively in carrying 
freight between Toledo and Violet station, O., the portion to be 
abandoned extending from the village of Clay Center to Violet 
Station, in Ottawa county. The reason given for the proposed 
abandonment is that the expense of operating the portion of the 
line has, for more than five years, exceeded the revenue. 


R. R. & G. R. 


In Finance No. 14867, Red River & Gulf Railroad Aban- 
donment, the Commission, division 4, by a report and certifi- 
cate, has authorized the Red River to abandon a portion of a 
line of railroad, 9.134 miles, and to abandon operation under 
trackage rights over a railroad of the Crowell Long Leaf Lum- 
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ber Co., Inc., between Bliss and Kurkwood, 39.58 miles, in 
Rapides and Vernon parishes, La. 


Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules in it 
have been suspended by the Commission. Suspension orders contain 
many schedules not reproduced here. Details of such orders are pub- 
lished in The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


I. and S. M-2569, from August 12 until March 12, certain 
schedules published in supplement No. 25 to MF-I. C. C. No. 26 
of Middlewest Motor Freight Bureau, agent, Kansas City, Mo. 
The suspended schedules propose to restrict the application of 
an 18-cent, 20,000-pound rate on certain lead and zinc mate- 
rials from Galena, Kans., to Kansas City, Mo., so as not to 
apply over the route of Santa Fe Trail Transportation Com- 
pany, and to cancel 18,000-pound commodity rates on petro- 
leum and petroleum products from numerous Kansas points to 
numerous points in Kansas and Missouri, thus permitting 
higher class rates to apply. 

I. and S. M-2570, from August 14 until October 13, schedules 
published in tariff MF-I. C. C. No. 8 of Fred McMaken, doing 
business as McMaken Transfer Company, Omaha, Nebr. The 
suspended schedules propose to cancel 20,000 pound commodity 
rates on salt from Hutchinson, Kan., to Beatrice, Neb., and to 
establish reduced 20,000 pound rates on certain varieties of salt 
from Hutchinson to Lincoln, Omaha and Plattsmouth, Neb. 

I. and S. M-2572, suspended from August 15 until March 15, 
certain schedules in joint tariff MF-I. C. C. No. A-56, published 
by The New England Motor Rate Bureau, Inc., agent, Boston, 
Mass. The suspended schedules propose to increase certain 
class rates between points in New England territory and points 
in the New York Metropolitan area including points on Long 
Island (see Traffic World, Aug. 11, p. 368). 

I. and S. M-2571, suspended from August 15 until March 15, 
certain schedules published in supplement No. 10 to tariff 
MF-I. C. C. No. A-165 of Middle Atlantic States Motor Carrier 
Conferences, Inc., agent, Washington, D. C. The suspended 
schedules propose to establish increased classification ratings 
on cotton piece goods and related articles applicable on local 
or joint hauls over P. B. Mutrie Motor Transportation, Inc., 
between points in New England territory and points in trunk- 
line territory. 





EMERGENCY CHARGES IN CENTRAL TERRITORY 


Clarification by the Commission of its suspension order in 
I. & S. No. M-2552, Emergency Charges in Central Territory, 
dated June 30 (see Traffic World, July 7, p. 14), has come in 
the form of a letter from W. P. Bartel, secretary of the Com- 
mission, to the Central States Motor Freight Bureau, Inc., 
Chicago. Numerous requests to the bureau for interpretation 
of the order prompted the bureau to ask the Commission for 
clarification. On August 6, Mr. Bartel wrote as follows: 

This order was intended to suspend the emergency charge if when 
added to the applicable minimum charges per shipment the amount is 
in excess of $1.05 which you say is the interpretation given the order 
by certain parties. The contention that under the terms of the order 
the emergency charge may be added if the minimum charges per ship- 
ment exceed $1.05, which you say numerous parties hold, does not ap- 
pear to be in accordance with the plain terms of the suspension order. 


RIGHTS OF RAIL-OWNED TRUCK LINES 


Because of a ruling of the Supreme Court of the United 
States, which reversed a decision by a special district court in 
the federal court for the southern Indiana district and upheld 
an order of the Commission, the latter body has issued a certifi- 
cate of public convenience and necessity in MC 2815, Sub. 6, 
The Willett Co. of Indiana, Inc., wholly-owned subsidiary of 
the Pennsylvania Railroad, granting authority for operations 
over seven proposed routes along the Pennsylvania’s line be- 
tween Fort Wayne and Mackinaw City (see Traffic World, June 
23, p. 1661). 

Originally granted in 1943, the authority was contested by 
the Regular Common Carriers Conference of the American 
Trucking Associations, Inc., and others, whose contentions were 
upheld in the Indiana district court, but overruled by the Su- 
preme court. 

The authority as granted limits service to that which is 
auxiliary to, or supplemental of, rail service of the Pennsyl- 
vania; prohibits the motor carrier from serving any point not 
a station on a rail line of the railroad; and provides that no 
shipments shall be transported by the motor carrier between 
any of the following points, or through or to or from more than 
one of them: Fort Wayne, Ind., and Grand Rapids, Mich. It is 
further required that all contractual arrangements between the 
subsidiary, the railroad, and the American Contract & Trust 
Co. be reported to the Commission and be subject to revision, 
and that the Commission may impose any conditions it may 
feel necessary in the future to restrict the operation to service 
auxiliary to, or supplemental of, rail service. 
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Consolidated Southwestern Cases 


A report in the nature of an ‘“‘ex post facto” explanation of 
circumstances under which amendatory orders, not accompanied 
by reports, were entered by it in the period beweent March 10, 
1939, and June 29, 1945, in No. 13535 and certain related pro- 
ceedings collectively designated as the Consolidated Southwest- 
ern Cases, was issued on August 14, by the Commission, division 
3. The instant report was identified as the thirty-first supple- 
mental report of the Commission in the Consolidated South- 
western Cases. 

“Tt will be our purpose,” the Commission said, “to mention 
herein numerous modifications of the orders in these proceed- 
ings which have been made from time to time and which have 
not been described in previous supplemental reports. The last 
report of this character appears in 231 I. C. C. 539, 550.” 

The report cited was issued February 13, 1939, and was 
the twenty-seventh supplemental report in these proceedings. 

“Since the establishment of rates on July 14, 1928, under 
the original decision,” the Commission stated, ‘numerous appli- 
cations under finding 27 have been filed by defendants for per- 
mission to establish lower rates on designated commodities, 
mostly untreated, from and to particular points, without corres- 
ponding reductions from and to other points, or for the elimin- 
ation of certain commodities from applications of the findings 
and orders in these proceedings, because of special circum- 
stances and conditions. As to the vast majority of these appli- 
cations, no objection was made by any of the parties, and for 
the most part they have been granted by orders unaccompanied 
by reports. For example, an order of March 10, 1939, eliminated 
from these proceedings, wood plastering fibre and fatty acids 
of vegetable, fish, or sea animal oils, n. 0. i. b. n., inedible, liquid, 
not solidified. It was shown that fatty acids, as described, are 
closely related to vegetable oils and should take the same basis 
of rates as vegetable oils; and that wood plastering fibre is 
shipped only to plants which manufacture cement plaster, also 
that it was the desire of shippers and carriers to have rates on 
this fibre to such plants established on a group basis. For good 
cause shown, in each instance, numerous commodities likewise 
have been exempted from time to time from the requirements 
of all previous orders, which action has enabled the defendants 
to maintain rates for such transportation otherwise than on a 
strict class or column basis.” : : 

The Commission proceeded to discuss further modifications 
of outstanding findings and orders that, it said, might “appro- 
priately be mentioned here, including modifications relating to 
class and commodity rates generally. It attached to the instant 
report three appendices. In appendix 1, it cited orders entered 
prior to the order: in 253 I. C. C. 599, dated November 9, 1942, 
by which a number of commodities had been eliminated from 
these proceedings. In appendix 2, it reviewed orders entered 
prior to November 9, 1942, by which rates specified in those 
orders had been authorized, without corresponding reductions 
between other points, on designated commodities from and to 
points indicated in this appendix. In appendix 3, part 1, it 
hamed commodities that had been eliminated from these pro- 
ceedings after the report and order of November 9, 1942, and 
in part 2 of this appendix it reviewed action taken by it, of the 
nature covered in appendix 2, between November 9, 1942, and 
June 29, 1945. 


Liquefied Petroleum Gas Rates 


Except to the extent that it modified the findings in the 
prior reports so as not to apply to Florida destinations the maxi- 
mum of 140 per cent of actual gasoline rates, the Commission, 
on reargument in I. and S. No. 5271, Liquefied Petroleum Gas 
in South and Southwest, has affirmed the findings in the prior 
report, 259 I. C. C. 55. The effect is to permit emergency rates, 
established to meet pipeline, water, truck, and market competi- 
tion, lower than the rates based on No. 1700, Part 4-A, Refined 
Petroleum in the Southwest, 171 I. C. C. 381, to apply to Flor- 
ida destination. 

In the prior report, the Commission found not shown just 
and reasonable increased rates, proposed on liquefied petroleum 
gas, in tank car loads, (published to compensate carriers for 
the lower revenues by reason of the reduction in the estimated 
Weight from 6.6 to 4.7 pounds a gallon as required by division 
2, in Green’s Fuel, Inc. vs. Atlanta & St. A. B. Ry. Co., 255 















































I. C. C. 561), from producing points in the southwest, including 
Kansas, Kansas City, Mo., and Norco, La., to destinations in the 
southeast, including the Ohio and lower Mississippi River cross- 
ings, and to Blytheville, Forrest City, and West Memphis, Ark. 
It prescribed rates for the future not to exceed in cents a 100 
pounds the part 4 and 4-A gasoline bases, as modified by the 
subsequent general increases, subject as maxima to 140 per 
cent of the actual gasoline rates from and to the same points. 

The proceeding also embraced Fourth Section Application 
No. 20563, Liquefied Petroleum Gas from Southwest, and appro- 
priate fourth-section relief was authorized. 

By schedules filed to become effective Nov. 30, 1943, the 
respondents proposed the increase to offset the reduction in 
estimated weight. After the report in Green’s Fuel, Inc., vs. 
Atlanta & St. A. B. Ry. Co., supra, the carriers filed schedules 
in purported compliance with the report and those schedules 
were required cancelled, without prejudice to the filing of new 
schedules in conformity with the aforementioned prescribed 
rates. As a result of petitions for suspension of the new weight 
and rates, and for reopening, the respondents voluntarily post- 
poned the effective date of the proposed schedules. As a result 
of these actions, said the report, the old rates and new weight 
continued in effect, ‘in other words, respondents are receiving 
pendente lite no increase in rates whatever to offset the reduc- 
tion in the estimated weight.” It noted that the division had 
approved a substantial increase in the average level of the rates, 
— not as great as that (40 per cent) proposed by the respon- 

ents. 

Considering the very heavy movement to the southwestern 
and Florida destinations, and the fact that part 4 and part 4A 
gasoline rates were largely paper rates, said the report, it ap- 
peared that the approved rates would result in a spread over 
the going rates on gasoline of not less than 30 per cent, or a 
reduction under the prior charges of not more than 15 per cent, 
and an increase over the present charges of not less than 15 
per cent. ; 

“It will be noted that the rates on the gas, present and pro- 
posed by respondents, to Charleston, S. C., and other destina- 
tions in the southeast proper are very much higher, distance 
considered, and in relation to the part 4 and 4A and actual rates 
on gasoline, than are the rates to the crossings and destinations 
in the southwest, while under the findings herein all of the des- 
tinations will be on a substantial parity in these respects,” said 
the report. ; 

The respondents had urged, “with considerable force,” that 
to destinations in Florida the prior report should not have ap- 
plied the 140-per cent relation to the so-called emergency rates 
on gasoline said the report. It added that the protestants re- 
quested denial of the petition, saying they were willing to ac- 
cept the decision of the division. In this connection, it con- 
tinued, “they conceded that the division’s findings should be 
construed as approving the full part 4 rates on the gas to desti- 
nations in Florida, and that from Seminole, Okla., to Tampa, 
Fla., for example . . . the approved rates and charges on the 
gas should be 96 cents and $428.25 instead of 91 cents and 
$405.95 .. .” 

The Commission entered an order fixing September 11 as 
the effective date for the prior orders, without prejudice to the 
filing of new schedules in conformity with the modified findings. 

Commissioner Miller, saying that Commissioner Patterson 
joined in his dissent in part, said that “no convincing reason is 
advanced in this report for not permitting respondents to in- 
crease the rates on this gas sufficiently to compensate them for 
the required reduction in estimated weight, as proposed. There- 
fore, to the extent that the report fails of full approval of the 
respondents’ proposal, I dissent.” 





Intercoastal Ship Rate Changes 


Acting on a petition filed last April by C. Y. Roberts as 
tariff publishing agent for certain steamship lines, the Commis- 
sion, by division 3, by a supplemental report in No. 28622, Inter- 
coastal Rate Structure (formerly U. S. Maritime Commission 
docket No. 514), has modified the findings in the original re- 
port, 2 U. S. M. C. 285, so as to permit publication of rates on 
specified commodities from Gulf of Mexico ports to Pacific coast 
ports lower than those prescribed as minima in the original 
proceeding, and of certain changes in the rules therein pre- 
scribed (see Traffic World, April 28, p. 1100). 
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The Commission said its grant of authority in the instant 
report and order should not be construed as approval of the 
rates and rule changes in question, ‘“‘all such rates and changes 
being subject to complaint, investigation, and correction if in 
conflict with any provision of the interstate commerce act.” 
It observed that no protest in opposition to the changes pro- 
posed had been received from any source. 

In an appendix to the report, the Commission outlined the 
rule changes and rate reductions it was permitting Agent Rob- 
erts to publish. It said the Roberts petition was filed on behalf 
of all carriers parties to his west-bound freight tariff No. 1-B, 
SB-I No. 3, and that the Maritime Commission’s original order 
in this proceeding had been entered April 9, 1940. 


Diversion and Reconsignment 


One of the proposed amendments, according to the appendix 
to the report, was the addition to Agent Roberts’ terminal tariff 
No. 2-A, I. C. C. No. 6, of a new item covering diversion or re- 
consignment of all freight, setting forth conditions, regulations 
and charges under which carload or l.c.l. shipments or any part 
thereof, while in the possession of the Isthmian Steamship Co. 
or the Luckenbach Gulf Steamship Co., Inc., might be diverted 
or reconsigned “when practicable, and stowage conditions per- 
mit.” The conditions, etc., attached to that item include pro- 
visions that no diversion or reconsignment will be permitted 
for the purpose of effecting consolidation of shipments to obtain 
carload rates; that diversions or reconsignments involving an 
actual back-haul will not be permitted; that a charge of $l a 
bill of lading for each bill of lading reissued will be made for 
alteration in bill of lading when reconsignment or diversion in- 
volves change in name of consignee or consignor, change in 
destination that does not require a change in the port of dis- 
charge, or change in routing beyond carrier’s port of discharge 
that does not require a change in such port of discharge. An- 
other condition attached to the new item in the terminal tariff 
is that for any other change a charge of 15 cents a hundred 
pounds will be assessed on the entire bill of lading weight in 
addition to the charge of $1 a bill of lading provided in the 
foregoing provision. 

By amendments to sections 1 and 2 of rule 57 of Agent 
Roberts’ west-bound tariff No. 1-B, SB-I No. 3, covering segre- 
gation and charges for segregation, the segregation charge of 
2% cents a hundred pounds, or, under specified circumstances, 
of 10 cents a hundred pounds, is applied to “the entire bill of 
lading weight” in place of the “total weight of the entire ship- 
ment.” This change, the Commission said, was required “to 
make the rule clear that where segregation is desired only on 
a part lot of a carload shipment split-delivered under thc pro- 
visions of rule 4(d)(1), segregation charges shall apply only 
on the entire weight shown on the bill of lading covering that 
particular lot and not on the total weight of the entire ship- 
ment comprising all of the part lots.” 


Reductions in Rates 


Rate reductions and changes that the Commission permit- 
ted Agent Roberts to publish were: 


Reduction of carload rate on heating and cooking apparatus, min- 
imum weight 24,000 pounds, from $1.42 a hundred pounds to $1 a hun- 
dred pounds, without restriction as to interior origin point. The Mari- 
time Commission had authorized a proportional rate of $1 from Chatta- 
nooga, Tenn., but publication of that rate, said the Commission, would 
involve departures from provisions of section 4, and the instant pro- 
posal, making the $1 rate applicable without restriction as to origin 
point, it added, was made because the combination of the rail carload 
rate from Chattanooga, principal origin or this traffic for movement 
in connection with the water route, to Gulf loading port, plus the 
present carload water rate of $1.42, exceeded the transcontinental all- 
rail rate. 

Reduction of the carload rate on broom splints when compressed 
to not over 100 cubic feet a net ton, in bales, from present minimum 
rate of $1.05 (not $1.25 as stated in the Roberts petition), minimum 
24,000 pounds, to 75 cents, same minimum weight. The Commission 
observed that the rail rate from the origin point to Gulf loading port, 
plus the proposed water rate beyond of 75 cents, produced $1.20 for 
competition with the transcontinental all-rail rate of $1.46, but added 
that the latter rate applied to a carload minimum of 40,000 pounds. 

Addition of an entry, in item 687 covering cereals and cereal prod- 
ucts, reading ‘‘Flour, Peanut or Peanuts, Powdered,’’ with a carload 
rate on the new entry of 47.5 cents, minimum 24,000 pounds, and l. c. 1. 
rate of 77.5 cents, as against current minimum rates on peanut flour 
of $2.10, carloads, and $2.25, 1. c. 1. 

Addition of ‘‘stools, iron or steel,’’ to item 3435 of west-bound 
tariff No. 1-B, SB-I No. 3, covering tinware, sheet iron ware and sheet 
steel ware, subject to provision that such stools may be shipped only 
in mixed carloads with other articles named in the item and may not 
exceed 15 per cent of the total weight of the mixed carload. This 
amendment, the Commission said, was proposed so as to place the inter- 
coastal route on a competitive basis with item 7500, section 1, of Agent 
Kipp’s I. C. C. No. 1507. 

Amendment of entry in item 1070 of the aforesaid Roberts tariff, 
now reading ‘‘Potassium (Potash), Silicate of, in metal cans in crates 
or in bulk in barrels,’’ so as to read ‘‘Potassium (Potash) Silicate of: 
Dry, in bags; Other than dry, in metal cans in crates, or in bulk in 
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barrels.’’ This, said the Commission, would make the intercoastal rate 
on dry potassium silicate, in bags, competitive with the transcontinenta) 
rail rate set forth in item 4355 of Agent Kipp’s I. C. C. No. 1507. 
Amendment of entry in item 1100 of the Roberts west-bound freight 
tariff, covering electrical appliances, machinery and supplies, now reai- 
ing ‘‘Bus Bars, Copper,’’ to read ‘‘Bus Bars, Aluminum and Copper.” 


The Commission’s order granted authority for establish- 
ment of the amended rules and the rates authorized on not less 
than 30 days’ notice. 


Commission Motor Reports 


(An asterisk before the docket number means that the report will not 
be printed in full in the permanent series of motor carrier reports of the 
Commission. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 


*MC 105312, R. H. Burnett, Salina, Kan. Certificate denied, 
Commissioner Lee dissenting. Household goods, between points 
in Kansas, on the one hand, and, on the other, points in Colo., 
Ia., Mo., Neb., and Okla. 

*MC 105410, Robert J. Gnau, Baltimore, Mo. Certificate 
denied. Drugs, groceries, and spices, between Baltimore and 
Washington, D. C., over U. S. highway 1. 

*MC 104397, Sub. 2, Cole & Myers Oil Co., Bethany, Mo. 
Permit denied. Petroleum and petroleum products, in bulk, 
in tank trucks and trailers, between Kansas points in the Kansas 
City, Mo.-Kan. commercial zone, on the one hand, and, on the 
other, points in a described Missouri area, over irregular routes. 

*MC 82100, Sub. 2, Eastern Automobile Forwarding Co., 
Inc., Cheektowaga, N. Y. Amended certificate granted, with 
conditions, on reconsideration. Findings in prior report, 22 
M. C. C. 817, modified. New automobiles, new trucks, and 
automobile parts, restricted to initial movements, in the season 
of closed navigation on the Great Lakes, in truckaway and drive- 
away service, from Warren township, Macomb county, Mich., 
Detroit, and Wayne county, Mich., to points in N. Y., N. J, 
Pa., Conn., and Mass., over irregular routes. 





Commission Reports 


(An asterisk before the docket number means that the report will not 
be printed in full in the permanent series of Commission reports. Mimeo- 
graphed copies of such reports in full may be obtained by prompt appli- 
cation to the Commission.) 


Soybean Cake or Meal 


I. and S. No. 5332, Transit on Soybean Cake or Meal 
at Kansas City. By division 2. Orders of suspension vacated 
and proceedings discontinued. Proposed restriction of transit 
arrangements at Atchison, Leavenworth, and Kansas City, 
Kan., and Kansas City and St. Joseph, Mo., on soybean cake 
or meal, in carloads, from certain origins in Iowa, shipped 
from the transit point as an ingredient of feed to certain destina- 
tions in Nebraska, found just and reasonable and not shown 
to be otherwise unlawful. By schedules filed to become effective 
February 1, and later, respondents proposed to restrict the 
application of transit arrangements, as aforementioned. On 
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protest of May Way Mills and Nutrene Mills, Inc., operating | 


mills in the Kansas City, Mo.-Kan., switching district, opera- 
tion of the schedules was suspended until September 1. The 
issue, said the report, was confined to the proposed restrictions 
of transit at the lower Missouri River crossings from points in 
Iowa to points in Nebraska and the resultant increase in 
charges incident to the application of rates to and from the 
transit point instead of the joint single-factor rates. Aside 
from clarifying transit arrangements, the report said the sched- 
ules eliminated transit at those points in respect of traffic 
moving over excessively circuitous routes. A table of repre- 
sentative points showed per cent of circuity ranging from 
63.0 miles to 639.4 miles. The report said there was no 
justification for a requirement that respondents maintain, over 
greatly circuitous routes through the lower Missouri River 
crossings, rates the same as maintained over direct routes. 


Counterbalance Weights 


No. 29204, Mesta Machine Co. vs. Alabama Great South- 
ern Railroad Co. et al. By division 2. Reparation of $225.79 
awarded. Rate on a carload of counterbalance weights, ma- 
chined, from West Homestead, Pa., to Fairfield, Ala., found 
unreasonable but not otherwise unlawful. The division found 
the rate of 88 cents charged on the shipment unreasonable to 
the extent that it exceeded a rate of 72 cents, being 32.5 per 
cent of the first-class rate, prescribed by the Commission for 
a list of iron and steel articles, including elevator guides and 
counterweights. It said machined counterweights were not 
included specifically in the southwestern and western trun‘- 
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line adjustments, but that the description “counterweights” 
was not qualified and, therefore, applied to machined counter- 
weights. 


Automobile Trucks 


No. 29211, E. J. Albrecht Co. vs. New York Central Rail- 
road Co. By the Commission, Commissioner Patterson. Dis- 
missed. Rates on two carloads of used automobile trucks 
shipped October 19, 1942, from Chicago, Ill., to North Benton, 
O., found not shown to have been or to be unreasonable. The 
shipments, according to the report, were destined to Deerfield, 
O., a non-agency station. The complainant argued for rates 
over routes through other junction points, comparable with 
those in use. The report said very little of the traffic moved 
to Deerfield, a town of about 490 persons, that there was no 
substantial evidence that four routes to Wheeling did not ade- 
quately serve the requirements of the public or that there was 
need for an additional route. It also said commodity rates 
made to meet truck-away and driveaway competition were not 
a proper criterion by which to measure the reasonableness of 
the rates assailed. 


STEVENS MOTOR RIGHTS PURCHASE 


By a report and order in MC F-2832, R. D. Allisbaugh— 
Purchase—Wilber Walter Stevens (Sarah E. Stevens, Execu- 
trix), the Commission, division 4, has approved the purchase by 
R. D. Allisbaugh, doing business as Allisbaugh Trucking Co., of 
Wabash, Ind., of the operating rights of Wilber Walter Stevens, 
doing business as Wabash Trucking Co., also of Wabash. There 
was no opposition to the purchase. 

The Stevens rights covered contract carriage of rock wool 
and heavy machinery in Indiana, Illinois, Ohio and Michigan, 
and to St. Louis, Mo., and Louisville, Ky. The report noted that 
the purchaser operated in substantially the same territory, but 
transported different commodities, and that authority to trans- 
port the additional commodities should result in increasing the 
use factor of the vehicles operated by the purchaser, and to 
conserve manpower. 


COMMERCIAL BARGE TEMPORARY AUTHORITY 


By an order in W-751, Sub. 1 TA, Commercial Barge Lines, 
Inc., Temporary Authority—St. Louis, the Commission, division 
4, authorized Commercial Barge Lines, Inc., of Pontiac, Mich., 
until September 20, to operate as a common carrier by non- 
self-propelled vessels with the use of separate towing vessels 
in the transportation of military motor vehicles and other 
wheeled equipment from St. Louis, Mo., to the mouth of the 
Tennessee River, by way of the Mississippi and Ohio rivers. 

The order said the applicant had shown there was imme- 
diate and urgent need for the service and that there was no 
other carrier capable of meeting that need. 


COMMISSION ORDERS 


MC 30605, Sub. 47, Santa Fe Trail Transportation Co., extension, 
New Mexico points.: Reopened for further hearing. 

MC 79007, Leo D. Burden and Frank D. Cummins, common car- 
rier application. Reopened for reconsideration. 

MC-F 2280 (Supplemental), Harry Ratner (Helen Lipson and Sidney 
R. Tarkoff, Executors), lease, Truck Transport, Inc. Reopened and or- 
der of December 31, 1943, supplemented so as to authorize lease of 
additional operating rights of lessor on terms and conditions prescribed. 
Order shall’ be effective and authority granted may be exercised on and 
after 20 days from August 1. 

W-754, Marine Transport Lines, Inc., contract carrier application. 
Reopened for reconsideration. 

MC 52470, J. V. Bowna, Jr., contract carrier application and MC 
52470, Sub. 1, J. V. Bowana, Jr., extension, Camden. Proceedings re- 
opened, MC 52470 for formal hearing, and MC 52470, Sub. 1, for further 
hearing, solely to determine whether present or future public con- 
venience and necessity require operations by applicant as a common 
carrier by motor vehicle, in interstate or foreign commerce, in trans- 
portation of same commodities and from and to same points as set 
forth in permits issued to applicant on April 30, 1943, in MC 52470, 
and on July 7, 1943, in MC 52470, Sub. 1. 

MC-C 460, Melvin Boyd, revocation of certificate and MC 73629, 
Melvin Boyd. Certificate issued March 11, 1941, in MC 73629 to appli- 
cant, revoked and cancelled as of July 31. 

MC-C 463, Earle Scull, revocation of certificate and MC 83738, Earle 
Scull. Certificate issued April 10, 1941, in MC 83738 to applicant. revoked 
and cancelled as of July 31. 

MC-C 464, Robert Heston Shoemaker, revocation of certificate and 
MC 89348, Robert Heston Shoemaker. Certificate issued September 12, 
1938, in MC 89348 to applicant, revoked and cancelled as of July 31. 

MC-C 473, Soft Crab Express, Inc., revocation of certificate and 
MC 70008, Soft Crab Express, Inc. Certificate issued January 16, 1941, 
in MC 70008 to applicant, revoked and cancelled as of July 31. 

MC-C 475, George R. Sauble, revocation of certificate and MC 93716, 
George R. Sauble. Certificate issued October 10, 1941, in MC 93716 
to applicant, revoked and cancelled as of July 31. 

MC-C 476, Lewis F. Durben, revocation of certificate and MC 96105, 
Lewis F. Durben. Certificate issued March 31, 1941, in MC 96105 to 
applicant, revoked and cancelled as of July 31. 
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Finance 14931, Gulf, Mobile & Ohio, acquisition, etc., and Finance 
14932, Gulf, Mobile & Ohio, securities, etc. Petition of Kansas City 
Terminal Ry. for leave to intervene and for reopening of hearing 
heretofore held, denied. 

Ex Parte MC 3, In matter of need for establishing reasonable re- 
quirements to promicte safety of operation of motor vehicles used in 
transporting property by private carriers, Ex Parte MC 4, In matter 
of qualifications of employes and safety of operation and equipment of 
common carriers and contract carriers by motor vehicle, Ex Parte MC 
13, In matter of regulations governing transportation of explosives 
and other dangerous articles by motor vehicles, and No. 3666, In 
matter of regulations for transportation of explosives and other dan- 
gerous articles. Request of protestants Anthes Force Oiler Co. and 
Bolser Corp. for oral argument, denied. 

Ex Parte MC 17, Uniform System of Accounts for Class I Common 
and Contract Motor Carriers of Property. The River Lines exempted 
from requirments of Uniform System of Accounts for Class I Common 
and Contract Motor Carriers and requirements for filing quarterly and 
annual reports until further order of Commission. 


MOTOR FINANCE CASES 

MC F-2651, Loren L. Larson—Lease—lInterstate Transit Lines. 
Lease by Loren L. Larson, doing business as Algona Bus Lines, of Ft. 
Dodge, Iowa, of certain operating rights of Interstate Transit Lines, of 
Omaha, Neb., approved and authorized, subject to condition. 

MC F-2775, H. J. Jeffries—Purchase—R. D. Richardson and Bess B. 
Snodgrass. Application for authority under section 210a(b) of H. J. 
Jeffries, doing business as H. J. Jeffries Truck Line, of Oklahoma 
City, Okla., for temporary operation of a portion of the motor-carrier 
rights of R. D. Richardson and Bess B. Snodgrass, partners, doing 
business as Richardson Trucking Co., of Oklahoma City, denied. 

MC F-2905, E. L. Miller—Purchase—E. L. and T. L. Hickerson. 
Application for authority under section 210a(b) of E. L. Miller, doing 
business as E. L. Miller Truck Line, of Oklahoma City, Okla., for 
temporary operation of a portion of the motor-carrier rights of E. L. 
Hickerson and T. L. Hickerson, partners, doing business as Hickerson 
Bros., of Great Bend, Kan., denied. 

MC F-2741, T. M. Rinehart and Synthetic Products, Inc.—Control; 
Complete Auto Transit, Inc.—Lease—Georgia Driveaway Co., Inc., 
embracing No. MC F-2742, T. M. Rinehart and Synthetic Products, Inc. 
—Control—Contract Cartage Co. 1. Lease by Complete Auto Transit, 
Ine., of Detroit.,Mich., of the operating rights and certain property 
of Georgia Driveaway Co., Inc., of Atlanta, Ga., and acquisition of 
control of said operating rights and property by T. M. Rinehart, Syn- 
thetic Products, Inc., J. J. Rinehart, Jane L. Rinehart, and Betty 
Rinehart Cooper, through said lease, approved and authorized, subject 
to condition suspending, concurrently with exercise of the authority 
granted, the operating rights leased, in No. MC-72456, embracing No. 
MC-72456 (Sub. No. 1), and those of Complete Auto Transit, Inc., in 
Nos. MC-49368 and MC-49368 (Sub. No. 1), to the extent they authorize 
transportation in truckaway and driveaway service, in subsequent or 
secondary movements, over irregular routes, between points in Ten- 
nessee. 2. Application of T. M. Rinehart and Synthetic Products, Inc., 
for authority to acquire control of Contract Cartage Co., of Pontiac, 
Mich., through ownership of capital stock, dismissed. 

MC F-2908, May Ferreira—Purchase—Allied Freightways, Inc. Ap- 
plication for authority under section 210a(b) of May Ferreira, dba 
Ferreira’s, of Fall River, Mass., for temporary operation of a portion 
of the motor-carrier rights of Allied Freightways, Inc., of Boston, 
Mass., denied. 


MC F-2887, Washington, Virginia & Maryland Coach Co., Inc.—Is- 
suance of Notes. Authority granted Washington, Virginia & Maryland 
Coach Co., Inc., of Arlington, Va., to issue $180,000 of secured install- 
ment promissory notes to finance the purchase of new equipment. 

MC F-2888, MC F-2907, and MC F-2913, respectively entitled: Ar- 
thur W. Lee and George V. Eastes—purchase—C. Paul Sandifur and 
Charles H. Sandifur; Motor Freight Terminals, Inc.—purchase—C. Paul 
Sandifur and Charles H. Sandifur; and Harold Morse and Henry J. 
Holien—purchase—C. Paul Sandifur and Charles H. Sandifur. Appli- 
cations for authority under section 210a(b) of (1) Motor Freight Ter- 
minals, Inc., of Seattle, Wash., and (2) Harold Morse and Henry J. 
Holien, partners, doing business as Helphrey Motor Freight, of Spokane, 
Wash., for temporary operation of portions of the motor carrier rights 
and properties of C. Paul Sandifur and Charles H. Sandifur, partners, 
doing business as Cater Motor Freight System, also of Spokane, granted 
with conditions, August 14, 1945, provided within 30 days from that 
date, Motor Freight Terminals, Ins., and Harold Morse and Henry J. 
Holien, partners, doing business as Helphrey Motor Freight, each shall 
have (1) filed with the Commission three conformed copies of a lease 
agreement embracing the terms of the lease authorized under section 
210a(b), (2) complied with sections 215 and 217 of the act and rules 
and regulations prescribed thereunder, (3) instituted operations pur- 
suant to the authority granted, and (4) confirmed, in writing, to the 
Commission, immediately upon commencement of operations, the date 
operations were commenced. The applications under sections 5 and 
210a(b) in No. MC F-2888 are dismissed. 

MC F-2847, R. N. B. Converse—lease—O. J. Mitchell. Application 
for authority under section 210a(b) of R. N. B. Converse, doing business 
as Converse Trucking Service, of Berkeley, Calif., for temporary op- 
eration of the motor-carrier rights of O. J. Mitchell, doing business as 
Mitchell Bros. Truck Lines, of Portland, Ore., granted, with conditions. 


UNCONTESTED FINANCE CASES 
Report and order in F. D. No. 15004, New York Central Railroad 
Co. Equipment Trust Certificates, granting authority to assume obliga- 
tion and liability in respect of not exceeding $8,800,000 of New York 
Central Railroad second equipment trust of 1945, 1% per cent equip- 
ment-trust certificates, to be issued by J. P. Morgan & Co., Inc., as 
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trustee, and sold at 99.019 per cent of par and accrued dividends in 
connection with the procurement of certain equipment. Approved. 





Army Wharfage Allowances 
The Traffic World Washington Bureau 


By a report and order in No. 29117, United States of 
America vs. Aberdeen & Rockfish Railroad Co. et al., the Com- 
mission, Division 2, with Commissioner Barnard dissenting, has 
ordered the railroads to cease and desist in the practice of 
failing to furnish wharfage service or to make an allowance 
for such service on Army export, import, coastwise and inter- 
coastal freight at Army base Piers 1 and 2, Norfolk, Va. The 
division awarded the Army reparation at the rate of 4 cents a 
hundred pounds on the involved traffic since June 15, 1942. 
The division did not allow a claim for reparation on about 700 
cars of commercial freight handled by the Army for commercial 
shippers, which traffic was not the property of the army. 


FINANCE APPLICATIONS 

Finance No. 15015, Atlantic Coast Line Railroad Co., asks authority 
to acquire and operate the properties, rights and franchises, except its 
franchise to be a corporation, of the Atlantic, Birmingham & Coast 
Railroad Co., having a total of 637 miles of railroad in Georgia and 
Alabama. The applicant said it owned all of the no-par common stock 
and had assumed guaranties with respect to the preferred stock of the 
Birmingham. It said it was proposed that the Birmingham should, 
effective as of midnight December 31, after redeeming or providing for 
redemption on January 1, 1946, of the whole of its outstanding stock, 
convey to the A. C. L. ail of its properties, rights and franchises and 
that the applicant would assume payment of all then outstanding 
Birmingham obligations, after which Birmingham would be dissolved 
as a corporation. The acquisition, the applicant said, was in line with 
the statements of the Commission in Reorganization and Control of 
Atlanta, Birmingham & Atlantic Ry. Co., 117 I. C. C. 181, to the 
effect that a combination of the operations of the two roads would 
result in substantial economies and greater efficiency. 

Finance No. 15016, B. B. Wills, controlling owner of the Potomac 
River Line, Inc., of Washington, D. C., asks authority to purchase a 
majority of the stock of the Robert E. Lee Steamboat Corporation, a 
Virginia corporation. 

MC F-2942, C. J. Neuendorf, W. G. Neuendorf and E. H. Pries, dba 
Nuendorf Transportation Co., of Medford, Wis., asks authority to pur. 
chase certain operating rights of Clipper City Transit Co., of Mani- 
towoc, Wis. 

MC F-2943, Dohrn Transfer Co., of Rock Island, Ill., asks authority 
to purchase certain operating rights of Lee Transportation Co., of St. 
Louis, Mo., and temporarily to operate. 

Finance No. 15018, Arkansas Railroad Co. asks authority to issue 
a first mortgage on its property to secure payment of a promissory 
note for $28,000, that sum to be used for the sole purpose of purchasing 
treated cross-ties and other track material. The application says the 
proposed loan is ‘‘a straight bank loan, no brokerage, commission or 
other fees has been or will be paid any person, firm, association or 
corporation for obtaining the loan.’’ 


PETITIONS FOR REHEARING, ETC. 


Finance 14638, Chicego, Burlington and Quincy, abandonment. Ne- 
braska State Railway Commission et al., protestants, ask for reconsid- 
eration, further hearing and reargument by entire Commission. 

Finance 14161, Chicago, Burlington and Quincy, abandonment. Iowa 
State Commerce Commission «and Brotherhood of Railroad Trainmen, 
representing protestants along line of railroad proposed to be aban- 
doned, ask for rehearing, reconsideration, reopening, and for modi- 
fication of order. 

MC-F 2543, Rockland Coaches, Inc., purchase, Rockland Bus Lines, 
Inc. Applicants ask Commission for vacation of order of dismissal, 
and for reopening for reconsideration. 

No. 29119, Harrison Construction Co. vs. C. R. I. and P. et al. Com- 
plainant asks for reconsideration and argument before entire Com- 
mission. 

No. 29166, Anderson Brass Works, Inc. et al. vs. G. T. W. et al. 
Defendants ask for reopening and reconsideration. 

Finance 14638, Chicago, Burlington & Quincy, abandonment. Mason 
City Brick and Tile Co., protestant, asks for reconsideration of appli- 
cation and denial of same. 

MC-F 2600, Falwell Fast Freight, Inc., purchase, W. B. Draper, dba 
Draper Motor Service and Evans Lines, Inc. Rail carriers of official ter- 
ritory ask Commission to change their status to protestants from inter- 
veners. 

MC-F 2644, H. G. McNeely, control; St. Paul Terminal Warehouse 
Co., control, Witte Transportation Co., purchase, Reuben A. Holst. 
Applicants ask for reconsideration by division 4 of order of April 2, 
or in event of denial by division 4, for consideration by entire Com- 
mission. 


RAIL UNIFORM ACCOUNTING 
Effective October 1, the Commission, division 1, by an 
order In the Matter of Uniform System of Accounts to be 
Kept by Steam Railroads, has required all carriers by rail- 
road (except those independently operated as electric lines), 
referred to in the order as steam railroads, to comply with 
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revisions of the Commission’s uniform system of accounis 
for steam railroads, issue of 1943. 

The revisions occupy six mimeographed pages, and cover 
the following subjects: 


Operating revenues and expenses—instructions; operating revenues; 
operating expenses; operating expense accounts; general balance sheet 
—special instructions; income accounts; and general balance sheet 
accounts. 


TAMPA NORTHERN REORGANIZATION 


By a report and order in Finance No. 13500, Tampa North- 
ern Railroad Co., the Commission, division 4, has approved 
maximum limits of final allowances to be paid out of the debt- 
or’s estate as reasonable compensation for services rendered 
and as reimbursement of expenses, from December 19, 1939, to 
April 2, 1945, as follows: 

J. William Middndorf, Jr., et al., as a protective commit- 
tee for holders of first mortgage bonds, $1,378.69; Marshall, 
Carey & Doub, counsel, $45,282.95; Shackelford, Farrior & 
Peet counsel, $2,581.93; and Midland Trust Co., depositary, 


Santa Fe Long Beach Trackage 


An agreement reached between the Santa Fe, the Southern 
Pacific, and the Pacific Electric Railway Co., giving the Santa 
Fe trackage rights over certain tracks of the Southern Pacific, 
with switching for the Santa Fe to be done by the Pacific 
Electric, has resulted in the filing of an application with the 
Commission, by the Santa Fe, for authority to operate over 
the involved trackage of the other lines in Los Angeles and 
Long Beach, Calif. The application was docketed as Finance 
No. 15017. 

The action followed a decision ‘of the Commission in 
Finance No. 14639, Atchison, Topeka & Santa Fe Railway Co. 
Construction, in which, because of the refusal of the Southern 
Pacific, the Union Pacific and the Pacific Electric to grant 
trackage rights, or to enter into an agreement for unified 
terminal operation, the Commission authorized the Santa Fe 
to construct its own trackage of about 2.02 miles (see Traffic 
World, June 16, p. 1581). 

The instant application says that the proposed operation 
would avoid a “substantial amount of new construction.” Ac- 
cording to its terms, the Santa Fe will operate over tracks of 
the Southern Pacific from a connection just easterly of the 
intersection of the existing lines of the two roads near the 
refinery of the Texas Co. in the vicinity of Grant Street and 
Leeds Avenue in the Wilmington district of the city of Los 
Angeles, extending in a general easterly direction to two 
connections with the line of railroad of the Pacific Electric 
in Long Beach, one near Edison Avenue and one near Harbor 
Avenue, and thence over the lines of Pacific Electric for the 
points of connection easterly to Pico Avenue; thence southerly 
to three points of connection with the tracks owned by the 
City of Long Beach. The Southern Pacific trackage involved 
is about 10,310 feet, and the Pacific Electric tracks, about 
14,615 feet. 

The application says Pacific Electric has agreed to per- 
form all switching service for the Santa Fe within the Long 
Beach area, including its interchange with the Union Pacific 


in the Mead Yard of the Union Pacific within the city limits 
of Los Angeles. 


BARRE FORWARDING CO. TRANSFER 


J. Frank Perry and Leonard R. Hutchinson, members of 
a co-partnership doing business as Barre Forwarding Co., of 
Barre, Vt., have filed an application in FF-17 with the Com- 
mission for transfer of the rights of the forwarding company 
to Mr. Hutchinson. 

The application says the partnership was dissolved by 
mutual consent as of June 1, 1943, with Mr. Hutchinson having 
the right to continue the business under its former name, 
paying Mr. Perry $1,000 on the date of the contract, June 1, 
1943, and $500 on September 1, 1943, with additional payments 
of $100 a month on each following month until the total 
payments equaled double the total monthly withdrawals as 
shown by Mr. Perry’s cash book, in the year 1942. 

In explanation of the lapse of time between the contract 
dissolving the partnership and filing of the application to 
transfer the rights to Mr. Hutchinson, it was said at the Com- 
mission that the question of the partnership status was raised 
by the Commission when the forwarder filed an application 
to self-insure, carrying only the name of Mr. Hutchinson. It 
was thought at the Commission that the requirements of the 
interstate commerce act as to the transfer of rights had not 
been understood and that the necessary application had no‘, 
therefore, been filed earlier. 
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Limestone—Pa. to Official Territory 


h- 

ed Dismissal of complaint has been recommended by Exam- 
yt iners Konigsberg and Rice in a proposed report in No. 29168, 
ed Whiterock Quarries, Inc., vs. Pennsylvania Railroad Co., et al., 


to \# involving rates on crude, fluxing, foundry, and furnace lime- 
stone, in carloads, from certain Pennsylvania points to inter- 


it- state points in official territory, and rates from those origins 
lL |§ over intrastate routes to. points in Pennsylvania. 
& The examiners recommended that the Commission find not 
ry shown unduly prejudicial the assailed rates on the aforemen- 
. tioned commodities from Bellefonte, Howard, and Pleasant Gap, 
H Pa., to interstate points in official territory, and that it find not 
| within the Commission’s jurisdiction the rates from those origins 
over intrastate routes to points in Pennsylvania. 
i Joint hearings in the proceeding were held with the Penn- 
‘TN W sylvania Public Utilities Commission. 
ita FF Whiterock Quarries, Inc., said the examiners, alleged that 
fic, » the rates from the aforementioned Pennsylvania points to 'offi- 
fic " cial territory were unduly prejudicial to that corporation and 
the . unduly preferential of competitiors producing fluxing limestone 
ver |) at Martinsburg, W. Va., in violation of section 3 of the interstate 
ind 1} commerce act. The corporation, said the examiners, asked the 
ace Commission to prescribe for’the future, from the origins named, 
._ rates on fluxing limestone bearing a definite percentage relation 
IN | to the distance scale of single- and joint-line rates on ground 
Co. |§ or pulverized limestone, prescribed in American Lime & Stone 
ern F 


Co. vs. Pennsylvania R. Co., 201 I. C. C. 467, to apply from Belle- 
ant |} fonte, Martinsburg, and other origins therein designated to 
/) numerous points of destination. 


Fe Fluxing limestone used at open hearth furnaces, said the 
fiic examiners, must not have a silicate content as great as one per 
, cent, and since some quarries did not contain this grade of stone 
ion it frequently was hauled considerable distances to consuming 
Ac- points. Blast furnaces did not require material of that high 
; of quality, said the examiners, adding that the fluxing limestone 
the produced by Whiterock Quarries was a high quality calcium 
the product. 
and Geographical Benefit Sought 
— “Complainant seeks a rate adjustment which will enable 
tric it to benefit from its geographical location,” said the examiners. 
bor }) .1t is not so much interested in rate levels as in the relation 
‘ton + between rates from its plants and plants operated by competing 
rly producers.” ; ; ; 
the 4 Whiterock Quarries, continued the examiners, asserted that 
a under the adjustment of rates now in effect it was not being 
ma » accorded the benefits arising from its location and natural ad- 


vantages to which it was entitled, and relied in part on Eau 
" Claire Board of Trade vs. Chicago, M. & St. P. Ry. Co. 5 1. C. C. 


per |) 264, 293, and Apples and Pears from Oregon and Washington, 
ame » 1811. C. C. 579. Continuing, the examiners said: 

nits The group adjustment, however, which is here assailed is one of 
long standing, and should not be disturbed unless the party seeking 
such action is actually damaged by discrimination resulting from the 
group adjustment or unless substantial justice requires it. Stonega 
™ Coke & Coal Co. vs. Norfolk & W. Ry. Co., 165 I. C. C. 325, and Bender 

s of @ tron & Supply Co. vs. Louisville & N. R. Co., 173 I. C. C. 23. 
~ & The allegation herein of undue preference is directed solely at rates 
‘om- from Martinsburg, situated in northeastern West Virginia in a produc- 
any ing district composed of several points, including Stephens City, Va., 
30 miles south of Martinsburg, which was embodied in the Martinsburg 
b group pursuant to Grove Lime Co. vs. Baltimore & O. R. Co., 185 I. C. C. 
bY 195. The origins said to be prejudiced are Bellefonte, Howard, and 
ving @ Pleasant Gap in central Pennsylvania in the Bellefonte group. The 
ame, @ prayer is for a mileage scale of rates computed over the shortest routes 
ie 1, “@ over which carload traffic can be handled without transfer of lading. 
ents | There appears to be no justification for a continuance of the origin rate 


rotal “| blanket, comprising points in the Bellefonte and Martinsburg districts, 
5 as but the evidence does not warrant a disruption of the long standing 

i Martinsburg group and the establishment of rates from one point there- 
in based on a distance scale. Under the complaint as drawn an order 








tract respecting rates from the Martinsburg district could not herein be 
1 tO made, since the rates from points in that district, other than Martins- 
Yom- burg, are not assailed. 

1ised 

ition The Commission, said the examiners, was not authorized 
. to determine an issue of undue prejudice to intrastate com- 
the merce and undue preference of interstate commerce, and cited 
- not Explosives Between California and Arizona, 223 I. C. C. 179. 
not, Consequently, they continued, the Commission was without 

























































authority in this proceeding to require any change in intrastate 
rates. 

“However,” said the examiners, “it appears that the as- 
sailed rates on fluxing limestone from complainant’s plants to 
points in western Pennsylvania are important parts of a related 
adjustment of rates from producing points in Pennsylvania, 
Virginia, West Virginia, and Ohio to consuming areas in Penn- 
sylvania, West Virginia, and Ohio; that certain destination 
groups of long standing embrace points in both Pennsylvania 
and Ohio or Pennsylvania and West Virginia; that a revision 
of interstate rates from complainant’s plants or from competing 
plants at Martinsburg might result in a similar change intra- 
state; that a complete picture of the adjustment cannot be 
presented without some mention of the assailed intrastate 
rates, and hence such rates will be discussed.” 


Rate Relationships Shown 


The relations between the rates on fluxing limestone to 
groups of destination points in western Pennsylvania, West 
Virginia, and Ohio, said the examiners, were made with con- 
siderable regard for distance, as indicated by the following 
tables showing rates and average short-line distances as com- 
puted in Eastern Class Rate Investigation, 164 I. C. C. 314: 


Average Distance Rate 

From the Bellefonte Distances Spreads Spreads 

group to Miles Miles Rates Cents 
ER Lee 97 — $0.92 — 
Pye ig cy 173 76 1.16 14 
Weirton-Wheeling district ........206 33 1.39* 23 
Youngstown district .............. 237 31 1.62 23 
OS Se 302 65 1.79 17 
*The rate from Bellefonte to Wheeling is $1.51. 

From the Martinsburg 

group to 
IIR aoc te ass Seared 185 — $1.03 aa 
PUESMUTEM GIBTTICE once ccc ee wss 236 51 1.16 13 
Weirton-Wheeling district ....... 270 34 1.39 23 
Youngstown district .............+ 304 34 1.62 23 
Cleveland GIStTICE .........0ccccscces 365 61 1.79 17 


The rates from the Martinsburg group, recited in the table, 
said the examiners, provided a rate spread of 13 cents, Pitts- 
burgh district over Johnston, for a distance spread of 51 miles; 
a rate spread of 23 cents, Weirton-Wheeling district over the 
Pittsburgh district, and 23 cents Youngstown district over the 
Weirton-Wheeling district, for a distance spread in each in- 
stance of 34 miles; and a rate spread of 17 cents, Cleveland 
district over the Youngstown district, for a distance spread 
of 61 miles. 


The defendants, said the examiners, were opposed to any 
rate spread, Bellefonte origin group under the Martinsburg 
group, for distance spreads over short-line routes averaging 
63, 64, 67, and 63 miles to points in the Pittsburgh, Weirton- 
Wheeling, Youngstown, and Cleveland districts, respectively. 
They said the origin rate blanket, embracing points in the 
Bellefonte and Martinsburg groups, was defended in part on the 
ground that it afforded the manufacturers of iron and steel 
products a large area from which to obtain fluxing limestone 
at a given rate, but argument applied only to consuming points 
in a particular destination district, since manufacturers in a 
more distant destination group must pay more. The examiners 
continued: 


If rates from the Bellefonte group were related to those from the 
Martinsburg group in substantially the same manner as rates to the 
four destination groups are related, one to another, the adjustment 
would give recognition to the geographical locations of complainant’s 
plants and the relative amount of transportation service performed in 
carrying its products to consuming points. Under rates now in force 
complainant was able to ship in the year ended July, 1944, an average 
of but 10.6 carloads of fluxing limestone per day, while operating at 
around 10 per cent of capacity. In the same period the shipments from 
the Martinsburg group averaged 93.8 carloads per day. 


Fluxing limestone sold or used by all producers in the 
United States, approximating 30,260,000 net tons in 1942, and 
31,570,000 net tons in 1943, had average values of 89.5 and 
87.5 cents, respectively, a gross ton of 2,240 pounds, said the 
examiner. Whiterock Quarries, they said, owned in fee simple 
approximately 2.5 miles of a limestone vein on the south side 
and about 1.25 miles on the north side of Nittany Valley, Center 
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county, near the geographical center of Pennsylvania. The 
deposits, said the examiners, comprised part of the Bellefonte 
ledge. 

“Complainant calculates that if 100 carloads were shipped 
per day it would require some 300 years to deplete its holdings,” 
said the examiners. 


N. P. Operation of Navy Line 


In a proposed report in Finance No. 14797, Northern Pa- 
cific Railway Co. Operation, Examiner Schutrumpf has recom- 
mended that the Commission, division 4, on condition, authorize 
operation by the Northern Pacific of a railroad line owned by 
the federal government in Mason and Kitsap counties, Wash. 

The recommended condition, said the examiner, was that 
Northern Pacific make joint rates and through all-rail routes 
with the Union Pacific Railroad Co. and the trustees of the 
Chicago, Milwaukee, St. Paul & Pacific Railroad Co. applicable 
to traffic originating on the lines of Union Pacific and the 
Milwaukee and destined to points on the federal government 
line. 

The government line, said the examiner, extended from 
Shelton, northern terminus of the Northern Pacific’s Elma 
branch, through Bremerton Junction, and NAD Junction, to the 
so-called Bangor magazine area, together with a branch from 
Bremerton Junction to Bremerton, a total of approximately 48 
miles. The line, continued the examiner, was built by the Navy 
Department, at a cost of about $7,500,000, to serve three in- 
stallations on the mainland west of Puget Sound, namely, the 
Puget Sound or Bremerton Navy Yard, a naval ammunition 
depot on the west side of Ostrich Bay, about 3.5 miles north of 
Bremerton, and the recently constructed naval magazine at 
Bangor, on Hood’s canal, an ocean shipping terminal about 11.1 
miles north of Bremerton Junction. 


Rail-Water Transfer Hazard 


The line was built, said the examiner, primarily to elimi- 
nate, by an all-rail route, the hazards involved in the transfer 
of explosives and ammunition from rail to water transportation 
on the east shore of Puget Sound, at Seattle and Tacoma, des- 
tined to the aforementioned naval installations. 

Another factor, said the examiner, was that the rail-barge 
system of transportation to the navy yard and the ammunition 
depot became inadequate because only one railroad-car landing 
bridge was available at Bremerton, fogs and tides delayed the 
water movement, and inadequate switching facilities on the 
Seattle shore caused undue delays. As a result, he said, as 
many as 50 freight cars, a large proportion of them containing 
ammunition, would lie at the water front in Seattle 

In 1942, continued the examiner, the North Pacific’s oper- 
ating vice president advised his company that on account of 
the extremely wide fluctuation between war and peace business, 
he could not recommend construction of the line. At that time 
business into Bremerton was 500 to 600 cars a year for all rail 
lines, said the examiner. Under an agreement between the 
Navy and the Northern Pacific, December 11, 1944, said the 
examiner, the railroad agreed to operate the line at its own 
cost as an integral part of the common-carrier operations, and 
to extend its north Pacific coast terminal rates on transconti- 
nental traffic to all points on the line. Rates on other than 
transcontinental traffic, he said, were to be published on the 
basis used by Northern Pacific in establishing rates to and 
from other comparable local points on its lines in the Puget 
Sound area. ; 

At the same time, said the examiner, the parties executed 
a supplemental agreement that, pending issuance of a certificate 
by the Commission, the Northern Pacific would operate the line 
as a private carrier solely for the government. 

Commercial traffic handled on the line would be of minor 
importance, said the examiner, adding that the Navy Depart- 
ment estimated that, for the present, traffic in-bound to the 
Bremerton area would amount to 19,200 carloads annually, and 
out-bound 5,100 carloads, of which it appeared that 12,000 to 
14,000 of the inbound and 3,000 to 3,300 of the out-bound would 
be transcontinental traffic. The examiner continued: 

The Northern Pacific, in effect, states that unless it handles about 
5,000 carloads annually, the Navy Department will be required to pay 
additional costs under the 15-car minimum provision of the contract. 
Upon the basis of these statements, it is probable that the intervening 

carriers may be protected to a reasonable extent if the condition is 
restricted to their participation in joint rates and through all-rail rates 


as to all traffic originating on their lines destined to points on the 
government line. 


Intervening Railroads’ Position 


_ _ The examiner said that without questioning the ability or 
right of the Navy Department to route its traffic as it might 
desire, the Union Pacific and the Milwaukee contended that the 
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public convenience and necessity, including the national de- 
fense, required that routes should be opened to them under 
which they might be in position to participate in the handling 
of the all-rail traffic to and from the naval installation to an 
extent greater than would be possible if only the existing four 
routes were made applicable to and from points on the govern- 
ment line, and that unless this was done they would be de- 
prived of participating in the transportation of transcontinental 
traffic that they had handled by way of the rail-barge routes. 
Their request, he said, contemplated routes with eastern lines 
by way of Council Bluffs, Ia., or Omaha, Neb., and interchange 
with the Northern Pacific at western gateways. 

The Union Pacific and the Milwaukee, said the examiner, 
feared that practically all the traffic, whether explosives or 
inert materials, would be hauled via the all-rail routes, leaving 
them in the position of having available rail-water routes but 
no business to handle over them. The primary reason for their 
request, continued the examiner, was that, unless it was granted, 
they would be “short-hauled” in that, interchange would be 
forced at Northern Pacific junctions at considerable distances 
east of their present connections under the rail-water routes. 

“They recognize that even if all-rail routes are opened to 
them, they have no assurance that they will receive long hauls 
on any of the Navy’s all-rail freight,” averred the examiner. 
“On the other hand, the applicant insists that in as much as it 
has agreed to operate the government line at its own cost, it 
should not be ‘short-hauled.’ So far as can be determined from 
the information in this record, it appears that little, if any, of 
the explosives and inert materials in-bound to the naval instal- 
lations originate or will originate on the lines of the Northern 
Pacific.” 


All-Rail Shipping Policy 


Prior to the beginning of operation of the government line 
by Northern Pacific, as contract operator, said the examiner, 
traffic to and from Bremerton and Ostrich Bay was handled by 
the Northern Pacific, the Union Pacific, the Great Northern, 
and the Milwaukee, the transcontinental carriers serving Seat- 
tle and Tacoma. This traffic, he said, was handled principally 
by way of Seattle and the Puget Sound Navigation-Co., and to 
a lesser extent by way of Tacoma and the navigation company 
and the Foss Launch & Tug Co., the latter operating car fer- 
ries between the points named. Seventeen rail-water routes 
were available for movement of transcontinental traffic between 
Bremerton and points east, said the examiner. He continued: 


The Navy Department intends to ship all ammunition and explo- 
sives by the all-rail routes. Its policy and method of shipping the 
inert materials, or non-ammunition freight, will depend on a number 
of factors, such as comparative costs, and convenience of facilities 
to the shipper and to the receiver. It will seek to protect itself against 
additional costs which will arise under the provision of the contract 
requiring it to pay certain charges every time there are less than 
15 loaded cars in at least one direction in trains operating over the 
line. Until it has had experience in the routing of the traffic to and 
from the Bremerton area sufficient for it to ascertain the relative 
advantages and disadvantages of the all-rail routes as against the rail- 
water routes, it does not feel warranted in estimating the proportion 
of the inert materials which will be shipped by either route. If the 
all-rail facilities result in better service or afford greater advantages 
or benefits to the Navy, the all-rail route will be given preference 
over the rail-barge route, although, the witness states, undoubtedly 
there will be traffic which will continue to move via the rail-barge 
line into the Puget Sound area. 


From the standpoint of adequate service, continued the 
examiner, the Navy did not consider it presently necessary for 
the Northern Pacific to file joint all-rail rates with the other 
railroads or to open new routes. He said its opinion was that 
it was protected against future difficulties by the Commission’s 
service order No. 99, in which W. F. Kirk was appointed as 
agent for the Commission to divert and reroute transcontinental 
carload traffic from any railroad which in his opinion could 
not currently accept and move such traffic, over the lines of 
other railroads less congested and in a better position to handle 
the freight. 

In as much as it might be fairly concluded from the record, 
said the examiner, that the Northern Pacific’s proposed opera- 
tion likely would reduce at least the transcontinental business 
of the intervening carriers to and from the Bremerton area, the 
operation should be authorized only on such a condition as 
might afford them some measure of protection, so far as it 
was within the Commission’s control, without depriving the 
Northern Pacific of the larger proportion of the anticipated 
increased traffic, thereby “fostering sound economic conditions 
in transportation and among the carriers.” 

The examiner continued: 


The applicant correctly points out that it need not assume or com- 
mence operations under an authorization so conditioned, in which event 
the Navy Department would be forced to bear the cost of maintaining 
and operating the line. It is also correct to point out that even if the 
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applicant accepted such an authorization, the Navy would not be 
deprived of its right to route its traffic, and could if it so desired, 
so route it as to make it possible for the applicant to operate the 
Government line at a profit, and at the same time avoid additional 
payments by the Navy under the 15-car minimum provision without 
depriving the other transcontinental lines of all the Navy traffic 
which may be diverted from the rail-barge route. Thus the question 
is raised whether the condition suggested would accomplish the pur- 
pose for which it is intended, or whether the imposition thereof would 
be a futile effort or mere gesture by the Commission. This circum- 
stance should not deter the Commission from providing a means where- 
py une intervening carriers may be afforded some measure of protection. 


Permanent Motor Rights Question 


Dealing with two applications involving motor carrier serv- 
ice in the transportation of petroleum products and the extent 
to which temporary rights should be made permanent, Joint 
Board No. 282 has recommended a grant of permanent authority 
to off-rail points, but not to on-rail points, in a proposed re- 
port in MC 103700, Sub. 5, L. H. Mitchell New Operation, em- 
bracing MC 103701, Sub. 5, Andrew Tofte, Jr., New Operation. 

The board recommended that the applicants be granted 
authority as common carriers of petroleum products, in bulk, 
in tank trucks, from Superior, Wis., to Bigfork, Goodridge, 
Grygla, points in Lake county north of Two Harbors, and points 
in Cook County, Minn., and rejected shipments on return, 
over irregular routes. Rail carriers in the territory had op- 
posed the grant of permanent authority except at the points 
named. 

“Both applicants seek identical permanent authority, not 
in opposition to each other but as friendly rivals who are con- 
tent to rise or fall together on the basis of the consolidated 
record,” said the board. “They have no permanent authority 
but each has temporary authority authorizing the same op- 
erations. Their temporary certificates, which are scheduled to 
expire December 31, 1945, unless otherwise ordered, authorize 
the transportation of petroleum products in bulk, in tank trucks, 
from Superior to points in Minnesota within 200 miles north 
and west, and approximately 100 miles south of Superior, and 
also to the nine specified points in Michigan, the farthest of 
which is Iron River, 170 miles east of Superior.” ‘ 

The board said it believed any need shippers and receivers 
at on-rail points had for truck service was due to conditions 
arising from the present emergency, that there was no showing 
as to the extent to which truck service would be used on re- 
turn of normal conditions, and there was no reason to believe 
that rail service, generally satisfactory prior to the war, would 
be unsatisfactory after the war. 


Proposed Reports 


Vegetables 


No. 29240, D. W. Davies vs. Railway Express Agency, Inc. 
By Examiner C. E. Stiles. Recommended that complaint be 
dismissed and that the Commission find not unreasonable the 
assailed rate of $1.68 a 100 pounds on vegetables, less than car- 
loads, in express service, from Anna and Cobden, IIl., and other 
stations in Illinois on the line of the Illinois Central Railroad 
Co., to New Orleans, La. The examiner said a commodity rate 
on vegetables of $1.68 that applied from New Orleans to St. 
Louis, Mo., and the intermediate points considered in the in- 
stant proceeding was made effective southbound from these 
origins to New Orleans, and that in 1944, a rate of $1.31 having 
been published from New Orleans to St. Louis, complainant 


sought and obtained publication of that rate to Anna as an - 


intermediate point. Its only proof of unreasonableness of the 
$1.68 rate attacked, continued the examiners, was the main- 
tenance of a rate of $1.31 in the opposite direction from New 
Orleans to Anna, and the facts that no traffic moved to Anna 
under the $1.31 rate, but traffic did. move southbound under 
the $1.68 rate. He said the Commission had many times said 
that the mere fact that a rate between two points was higher 
in one direction than on traffic moving between the same points 
in the opposite direction was not of itself proof that the higher 
rate was unreasonable. While the rate in one direction was 
not necessarily a measure of the reasonableness of the rate in 
the opposite direction, yet, said the examiner, it was incumbent 
on carriers to justify a substantial difference in rates. In the 
instant proceeding, he continued, competitive conditions were 
shown to have necessitated with respect to rates on northbound 
traffic—in order to enable defendant to recover and retain that 
traffic—reductions greater than were required in rates on south- 
bound traffic in order to obtain and retain that traffic. The 


examiner concluded that the evidence established that the dis- 
parity in rates was commensurate with the difference in trans- 
portation conditions. 
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Ex Parte No. 72, Sul 1, In the Matter of Regulations Con- 
cerning the Class of Employes and Subordinate Officials That 
Are to Be Included Within the Term “Employe” Under the 
Railway Labor Act (Union Pacific Railroad Co.). By Examiners 
J. Edgar Snider and Leland F. James. Recommend that orders 
of the Commission now in effect, defining the work of employes 
or subordinate officials of common carriers by railroad, be 
found to include the work of respondent’s general road masters; 
district road masters and general track foremen; supervisors 
and assistant supervisors of bridges and buildings, and general 
bridge and building foreman; general water service foremen; 
signal supervisors, assistant signal supervisors, and general 
signal foremen. Also recommended that the Commission’s or- 


der of February 5, 1924, be amended to include supervisors of 
telegraph lines. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration of 20 
days from date of service of reports (unless otherwise stated), become 
effective unless exceptions have been filed within the 20-day period or 
exceptions have been seasonably filed by other parties, or the order has 
been stayed or postponed by the Commission. State in which applicant 


has home office is shown in “black face” type, with name of town or 
sity following.) 


Illinois (Chicago)—-MC 102307, American Tour & Travel 
Ltd., broker application. Licensed proposed. Arranging trans- 
portation for persons and their baggage, between all points in 
the United States. 

Kansas (Wichita)—-MC 30600, Sub. 50, Santa Fe Trail 
Transportation Co. Certificate proposed. Passengers and their 
baggage, express, mail, and newspapers, in the same vehicle 
with passengers, in Illinois over a regular route between the 
junction U. S. highway 7 and Illinois highway 178, and junction 
Illinois highways 178 and 71, and return over same route, serv- 
ing the intermediate point of Utica. 

Kansas (Wichita)—-MC 30600, Sub. 52, Santa Fe Trail 
Transportation Co. Certificate proposed. Passengers and their 
baggage, newspapers, express, and mail, in the same vehicle 
with passengers, between junction unnumbered highway and 
New Mexico highway 47, east of Los Lunas, N. M., and Belen, 
N. M., over N. M. highway 47 to junction unnumbered highway 
east of Belen, and thence over unnumbered highway to Belen, 
and return over the same route, serving all intermediate points. 

Oregon (Portland)—MC 42487, Sub. 114, Consolidated 
Freightways, Inc. Certificate proposed. General commodities, 
between St. Paul, Minn., and Fairchild, Wis., over U. S. highway 
10 for operating convenience only in connection with applicant’s 
presently authorized regular route operations, without service 
at intermediate points. 

Utah (Cedar City)—-MC 58341, Sub. 4, Paul J. Cox. Certifi- 
cate proposed. Petroleum asphalts, road oils, residual fuel oils, 
and heavy petroleum oils, from all rail stations in Utah to all 
points and places in Utah, over irregular routes, and rejected 
shipments of the same commodities to all rail stations in Utah 
from all points and places in Utah. 


New York (New York) MC 66562, Sub. 615, Railway Ex- 
press Agency, Inc. Certificate proposed. Express matter, mov- 
ing in express service, between Needham and Hyde Park, Mass., 
over Mass. highway 134 (also over Mass. highway 128 from 
Needham to the junction of Mass. highways 128 and 135), and 
return over the same routes, serving no intermediate points, 
subject to conditions that service be limited to that auxiliary to 
or supplemental of express service; limited to shipments moving 
on a through bill of lading or express receipt covering an imme- 
diately prior or immediately subsequent movement by rail or 
air; and such further conditions as the Commission may find 
necessary so to restrict the service. 


Wisconsin (Sand Creek)—-MC 88060, Sub. 1, William E. 
Nelson. Certificate proposed. Ordinary livestock, between points 
in the townships of Dovre and Otter Creek, Wis., on the one 
hand, and, on the other, South St. Paul and Newport, Minn., 
over irregular routes. 

lowa (Sanborn)—-MC 95335, Sub. 1, Leslie Getting. Certi- 
ficate proposed. Ordinary livestock, from Sanborn, Ia., and 
points within 20 miles thereof, to Austin, Minn., and Albert Lea, 
Minn., and tankage, from Austin, Minn., and Albert Lea, Minn., 
to Sanborn, Ia., and points within 20 miles thereof, over irregu- 
lar routes. 

Wisconsin (Ridgeland)—-MC 105489, Sub. 1. Denial of cer- 
tificate proposed. General commodities, with exceptions, from 
St. Paul, South St. Paul, and Stillwater, Minn., to points in the 
town of Sheridan, and the village of Ridgeland, Dunn county, 
Wis., over irregular routes. 

Idaho (Clark Fork)—-MC 104757, P. G. Jones and James G. 
McCart, common carrier. Certificate proposed. Passengers and 
their baggage, newspapers and express, in the same vehicles 
with passengers, between Sandpoint, Ida., and Thompson Falls, 
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Mont., over a specified route, and return, serving all intermedi- 
ate points. 

iMinois (Chicago)—MC 105801, Sub. 3. Denial of certifi- 
cate proposed. General commodities, with exceptions, from and 
to Gypsum, O., as an intermediate point in connection with 
presently authorized routes. 

Illinois (Chicago) —-MC 80412, Sub. 6, Decatur Cartage Co., 
Inc., of Indiana. Denial of application proposed. General com- 
‘ modities, with exceptions, between certain Ill., Ind., and O. 
points, over specified routes, as alternate routes for operating 
convenience only, with no service at intermediate or off-route 
points not presently authorized to be served. 

Ohio (Toledo)—MC 13900, Sub. 4, Midwest Haulers, Inc., 
Otto L. Hankinson, Receiver—Alternate Routes. Certificate pro- 
posed. General commodities, moving on bills of lading of freight 
forwarders, over twelve alternate routes in Conn., Ill., Ind., 
Mich., N. Y., O., and Pa., adding no points to those now served. 

Idaho (Twin Falls)—-MC 30251, Sub. 8, Gordon Ray, ex- 
tension. Permit proposed. Petroleum products, in bulk, from 
Salt Lake City, Utah, to Boise, Buhl, and other specified Idaho 
points, over irregular routes, and refused, rejected, or con- 
taminated shipments on return. ' 

Indiana (Indianapolis)—-MC 1649, Sub. 27 (Corrected Re- 
port), Railway Express Motor Transport, Inc., extension. Cer- 
tificate proposed. General commodities, moving in express serv- 
ice, over regular routes between Indianapolis and New Lebanon, 
Ind., over a described route, serving all intermediate and speci- 
fied off-route points, and between Indianapolis and Bloomington, 
Ind., over Indiana highway 37, serving specified intermediate 
and off-route points, subject to conditions, including one that 
the service would be limited to that which was auxiliary to, or 
supplemental of, express service. 

Illinois (Chicago)—-MC 4405, Sub. 137, Dealer’s Transport 
Co., Inc., extension. Denial of certificate proposed. New trucks, 
tractors, chassis, commercial automobiles, trailers, busses, cabs, 
bodies, and parts thereof, by driveaway, towaway, saddle-mount, 
and full-mount, in initial movements, over irregular routes, 
from Chicago, Ill., to points and places in Ariz., Ida., Nev., Ore., 
R. I., S. C., Utah, Vt., and the District of Columbia, and dam- 
aged or rejected shipments on return trips to Chicago. 

Kansas (Lebo)—MC 105716, K. E. Richards, common car- 
rier. Certificate proposed. Livestock, between Lebo, Kan., and 
points within 15 miles thereof, on the one hand, and, on the 
other, Kansas City, Kan., and Kansas City and St. Joseph, Mo.; 
hay and grain, from Lebo and points within 15 miles thereof, to 
Kansas City and St. Joseph, Mo.; and processed mill feed, from 
Kansas City, North Kansas City, and St. Joseph, Mo., to Lebo, 
and points within 15 miles thereof, all over irregular routes. 

New York (New York)—MC 66562, Sub. 643, Railway Ex- 
press Agency, Inc., extension. Certificate proposed. General 
commodities, moving in express service, between Trempeleau, 
Wis., and Galesville, Wis., over county trunk highway “K’”, 
serving no intermediate points, subject to conditions, including 
one that the service would be limited to a service auxiliary to, 
or supplemental of, express service. 

Ohio (Zanesville)—-MC 102331, Sub. 6, C. D. Moore, exten- 
sion. Certificate proposed. General commodities, with excep- 
tions, serving Redfield, Saltillo, and Zanesville municipal air- 
port near Zanesville, O., as off-route points in connection with 
the applicant’s presently authorized regular-route operations. 

Pennsylvania (Mount Wolf)—MC 103514, Sub. 2, William 
D. Smith Trucking Co., Inc., extension. Permit proposed. Paper 
products, from Crafton, Pa., to points in described areas of 
Md., N. Y., O., and W. Va., all over irregular routes. 

South Dakota (Pierre)—-MC 105819, Blue Line Transfer, 
common carrier. Certificate proposed. General commodities, 
between points and places on the lines of the Milwaukee and 
the North Western railroads in six South Dakota counties, on 
the one hand, and, on the other, points and places in such coun- 
ties excepting points and places now located on those railroads. 

Wisconsin (Janesville)—-MC 57776, Sub. 7, Swenson Coach 
Lines, Inc., extension. Certificate proposed. Passengers and 
their baggage, and express, mail, and newspapers, in the same 
vehicle with passengers, between Randolph and Milwaukee, 
Wis., and return, and between Maysville and junction of Wis- 
consin highways 67 and 60, and return, over described routes, 
serving all intermediate points. 


Ohio (Cleveland)—-MC 1517, Sub. 7, New England Grey- 
hound Lines, Inc., extension. Denial of certificate proposed. 
Passengers and their baggage, and express and newspapers in 
the same vehicle with passengers, between Taunton, Mass., and 
Wyoming, R. I., over a described regular route, serving all 
intermediate but no off-route points. Denial was recommended 
without prejudice to further hearing and consideration or the 
filing of a new application for permanent authority after the 
war, said the report. In view of an existing temporary need for 
the proposed service, continued the report, the Commission 
should consider entry of an order authorizing operation by the 
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applicant in the war emergency over the described route, sub- 
ject to conditions. 


Great Northern Refinancing 


With the stated purposes of taking advantage of present 
favorable interest rates and bond prices, and of avoiding ma- 
turities under present bond issues that would require redemp- 
tions within two three-year periods, the Great Northern Rail- 
way Co. has asked the Commission for authority to issue 
$75,000,000 principal amount of its general mortgage gold bonds, 
series N and O, payable January 1, 1990, and January 1, 2000 
respectively. 

The proposal, docketed as Finance No. 15014, is stated to 
be for the purpose of redeeming on January 1, 1946, at 104 
per cent, the then outstanding balance of $50,000,000 of general 
mortgage 3% per cent gold bonds, series I, due January 1, 1967, 
and, on July 1, 1947, at 105, the then outstanding balance of 
$36,956,000 of general mortgage gold bonds, series E, due July 
1, 1977. As to the latter bonds, the applicant says July 1, 1947, 
is the earliest redemption date, but that provision is to be made 
for depositing with the First National Bank of the City of 
New York the money realized from the sale of the new series O 
bonds, to be used for the purchase of the series E bonds prior 
to the redemption date. 

The new bonds will be offered for competitive bidding, will 
not contain any tax free covenant clause and will not be con- 
vertible into stock of the applicant, according to the applica- 
tion, which also describes sinking fund provisions, and decreas- 
ing offering prices for the sinking fund and for optional re- 
demption of the new bonds. The top offering price for both 
series of bonds, from January 1, 1946, to January 1, 1951, will 
be offering price plus 2 for the sinking fund and offering price 
plus 5 for optional redemption, with a 10 per cent reduction of 
each premium as quoted for the top period in succeeding four- 
year periods, in the case of the series N bonds, and of five-year 
periods in the case of the series O bonds. 

The applicant estimated that $20,067,340 in cash would be 
necessary to accomplish the proposal, over and above the 
amount received for the new bonds. Of this, it said, $11,145,- 
056.53 remained on deposit with the New York bank under the 
provisions of its series G and H bonds, and that the balance of 
about $9,000,000 would be supplied out of its treasury. 


VETERANS PROPOSE LAKE ERIE LINE 


The first application to be filed on behalf of veterans of 
World War II for water-carrier rights has been received by 
the Commission. Anton Straka, Jr., doing business as Gigantic 
Ship Lines, of Cleveland, O., has asked authority to institute 
a new service on Lake Erie, saying that officers and operating 
personnel will be discharged Coast Guard, Maritime Commis- 
sion and navy veterans, with practical experience. He also 
says the method of financing will be “a government loan 
through the veterans ‘bill of rights’ and private capital.” 

The proposed service for which authority was asked was 
common carriage of passengers and property, in seasonal serv- 
ice between March and November, between the following points 
on Lake Erie: Buffalo to Erie to Ashtabula to Cleveland; De- 
troit to Toledo to Sandusky to Lorain to Cleveland. Four ves- 
sels will be used in the service, according to the application. 


COAL RATE DECREASE PROTEST 


Following a request of the Harlan County Coal Operators 
Association of Harlan, Ky., to suspend Southern Railway Co. 
Kentucky-Tennessee-Virginia Coal Tariff No. 7, I. C. C. No. 
A-10833, supplement No. 49, filed to become effective August 12, 
the Southern postponed the effective date of the schedules until 
October 11. 

The Harlan County operators said, among other things, 
that Southern was including in the proposed revision only des- 
tinations at which rates from their mines were higher than 
from the Harlan district, without any proposal to reduce the 
rates from the Harlan district to the destinations at which 
the Virginia district was lower than the Harlan district (see 
Traffic World, Aug. 11, p..367). 


GORDON POPE WATER APPLICATION 


Gordon S. Pope, of Oxford, Md., has filed an application 
with the Commission in W-96, Sub. 1, asking authority to 
operate as a common carrier of fertilizer, wheat, oysters, oyster 
shells, and slag, in year-round service. 

The application does not show the territorial coverage, but 
it was said at the Commission it was assumed that authority 
was for service at ports and points in New Jersey, Maryland, 
Delaware, Virginia, and Pennsylvania on Chesapeake and Dela- 
ware bays, from Trenton, N. J., to Norfolk, Va., inclusive. 
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August 18, 1945 


Transport and End of War 


Rail Handling of War Freight at Close of Hostilities In- 
volves “Stop and Hold” Orders; Reconversion Director 
Discusses Traffic Outlook: Johnson Sees “Step by 
Step” Relaxation of O. D. T. Controls; 

“Gas” Rationing Ends 
By JOSEPH C. SCHELEEN 


» Despite short advance notice that they had of the mili- 
tary collapse of Japan, the railroads of the United States, 
acting on advice and direction of the War and Navy depart- 
ments, were ready for orderly handling and disposition of the 
war traffic moving on their tracks when the war ended. 

At the time of the Allies’ victory in Europe, the railroads 
in collaboratiton with government agencies concerned with 
transportation had been at work for a long time on readjust- 
ment of the rail transport facilities to meet the requirements 
of the drastically changed war picture. The fall of Japan, 
however, came earlier. than the authorities in Washington had 
expected, and so the planning for transportation after VJ-Day 
became a hurry-up job. 

However, the war rail traffic “demobilization” process was 
already under way, to the extent it involved shipments of am- 
munition and explosives, when President Truman announced, 
at 7 p. m. on August 14, the acceptance by Japan of the terms 
of surrender imposed by the Allies. Only a few minutes after 
that announcement had been made, the railroads throughout 
the country received word to stop and hold other war traffic, 
with certain exceptions, moving on their roads and destined 
for U. S. and Canadian ports. 

From the moment that the Japanese began their talk of 
surrender, army and navy transportation officers and officials 
of the car service division of the Association of American Rail- 
roads worked on plans for stopping the movement on U. S. 
railroads of war freight destined for army or navy installa- 
tions in and beyond the Pacific whenever the proper time for 
such action came. 


First “Stop” Order August 10 


The War Department called on the railroads to stop all 
rail carload shipments of ammunititon and/or explosives in the 
United States and Canada, for use by the army, destined to any 
U. S. or Canadian port, and to hold such shipments at con- 
venient points. Accordingly, the A. A. R. car service division 
issued a “stop” order and an embargo (C. S. D. No. 455) on 
August 10, carrying the War Department’s order into effect. 
The following day, the car service division, on order from the 
Navy Department, took similar action with respect to carload 
shipments of ammunition and explosives for the navy, destined 
to U. S. and Canadian ports, and revised its embargo No. 455 
accordingly. 

Following President Truman’s announcement of the sur- 
render of Japan, the car service division issued the stop order 
affecting war traffic in addititon to ammunittion, and on Au- 
gust 15 it issued its further revised embargo No. 455, embody- 
Ing three sections. Section A covers “all carload shipments 
of ammunition and/or explosives moving on O. D. T. permits 
with first prefix ‘W’ or ‘N,’” destined to all U. S. and Canadian 
ports, except “cars moving on VDJ permits.” Section B, cover- 
ing War Department freight, applies to “all carload shipments 
moving on O. D. T. permits with first prefix letter ‘W,’” des- 
tined to any Gulf or west coast port or A. A. F. intransit 
depots in that area or Prince Rupert, B. C., and excepts from 
the embargo “subsistence, solid fuels, and cars moving on VDJ 
permits.” 

Section C of embargo No. 455, covering Navy Department 
freight, applies to “all carload shipments moving on O. D. T. 
permits with first prefix letter ‘N’ or ‘V,’” destined to any 
U. S. or Canadian port, except: (1) Perishable foods moving 
under ice or ventilation service; (2) cars consigned to Naval 
Advance Base Depot, Port Hueneme, Calif.; (3) cars con- 
signed Naval Advance Base Depot, Lakeview, Wash., and 
(4) traffic moving on VDJ permits. 

Operation of “Stop and Hold” System 

When cars of export freight are stopped and held in rail- 
road yards pursuant to the car service division’s orders, the 
railroads report the O. D. T. permit numbers assigned to the 
cars to the division’s military transportation section, quartered 
in the War Department’s Pentagon Building in Washington, and 
these permit numbers are then reported to the appropriate offi- 
cers in the Office of the Chief of Transportation, Army Service 
Forces. By means of the permit numbers, those officers, refer- 
ring to their records, determine the origin, destination and 
Contents of each car, and subsequently forward instructions 
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as to disposition of each car. Some cars may be sent to army 
storage depots or otherwise diverted, while others may be per- 
mitted to resume their movement to ports. 

Since the car service division’s orders called for stopping 
the cars of war freight at “convenient points,” the orders did 
not necessarily result in halting the movement of every car 
at the railroad yard nearest en route at the time of delivery 
of the orders. Where railroad yards were congested, as they 
were at many points on the western roads, there was some 
difficulty in carrying the “stop and hold” orders into effect. The 
problem of “catching” the cars of war freight was much less 
difficult with respect to cars that had not yet reached the 
western roads at the time of delivery of the “stop and hold” 
orders, it was stated at the car service division. 

It was estimated that about 1,300 cars of ammunition and 
explosives had been “caught” as a result of the “stop and 
hold” orders issued August 10 and 11, and that about 20,000 
cars would be held in railroad yards pursuant to the more 
comprehensive order issued the night of August 14. 

The immediate effect of the end of the war with Japan 
on freight car supply and freight traffic volume of the rail- 
roads remained a matter of speculation. 


Sees Continued Heavy Rail Traffic 

Director Snyder, of the Office of War Mobilization and 
Reconversion, in a report issued August 15 and entitled “From 
War to Peace—A Challenge,” said that the movement of 
freight over railroads was expected to “continue heavy for 
several months.” 

“The passenger load on the railroads and busses will not 
be lightened for some time and may even increase with mount- 
ing demobilization rates. Restrictions on railroad passenger 
travel are not expected to be lifted in the immediate future. 
The major relief in sight is that afforded by the greater use of 
private automobiles which will come with the end of. gasoline 
rationing.” 

He said that transportation regulations must continue 
“temporarily.” 

There would be plenty of rubber, both synthetic and re- 
claimed, for the industries that could use it, but crude rubber 
was expected to remain scarce “until damaged plantations 
in the Orient can be restored to production and transporta- 
tion supplied,” he said. He added that tire supplies would in- 
crease, but would not be adequate to meet all demands for a 
few months, and that a prompt survey would be made of the 
crude rubber situation, including the relationship between syn- 
thetic and natural rubber. 


Foreign Trade Restrictions 


Foreign trade would be freed immediately from wartime 
restrictions “only to a limited extent,’ Director Snyder said. 

“Export licenses must continue in force for many com- 
modities,” he continued. “It is expected that the bulk of sup- 
plies to be shipped abroad can be supplied without priorities 
assistance. However, where necessary to meet essential needs 
of liberated areas, priority assistance will be used.” 


Western Rails See No Let-Up 


The war effort is of such magnitude it is not expected 
that the ending of the war will cause an immediate or sub- 
stantial decline in the traffic, both passenger and freight of the 
western lines, C. E. Johnston, chairman of the Western Associa- 
tion of Railway Executives, said August 13. 

“There doubtless will be some immediate and important 
shifts in the character of freight traffic,’ Mr. Johnston said, 
“but we may expect that the total load will continue in substan- 
tial volume during the remainder of the year. 

“So long as we have large military forces in Europe and 
the Pacific areas, there will continue to be heavy movements 
of supplies and military personnel in both directions. China’s 
needs probably will be substantial and there presumably will 
be continued heavy shipments to the devastated countries in 
both theaters of war. I look for the output of civilian goods 
to be stepped up quickly, particularly by factories that need 
little or no reconversion. With this will come, of course, the 
movement of considerable backlog of unfilled transportation 
needs in the west as soon as the transportation is available 
to civilian industry. Needless to say, the railroads will con- 
tinue to give preference to the requirements of the military 
in its job of cleaning up and readjustment.” 

Mr. Johnston said he expected the traffic demands during 
the next few months to remain heavy in volume, notwithstand- 
ing the readjustment which is bound to come. 

“Civilians probably should not look for any easing up 
in the travel situation until at least near the close of the year,” 
he said. “We are well started on the job of returning the armed 
forces from Europe, but before this is completed we probably 
shall have men being returned from the Pacific. At the same 
time there will be a substantial dislocation of civilians em- 
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ployed in war plants in various parts of the country, and many 
of those will be on the move.” 

He said deliveries on the Army’s 1200 troop sleepers were 
- scheduled to begin soon, and that these would be of considerable 
help toward ultimate relief and would speed the day when 
regular sleeper service on short night runs might be rein- 
stated. 

“TI do not look for any decrease in railroad employment 
in the months immediately ahead,” he said. “With the war 
at an end, thousands of railroad workers who have been 
putting in long hours to fill the manpower gap should in time 
be able to get relief by resuming their regular hours of service, 
but for the present the western lines continue to experience a 
shortage of experienced men. 

“Railroad workers have done a magnificent job, and we are 
especially grateful to the large number of women and retired 
employes who have for patriotic reasons been of great assist- 
ance during the emergency.” 


Army Predictions 


A “tremendous” decrease in army freight by reason of 
cut-backs in army contracts, and a “frightfully congested” pas- 
senger traffic situation for the next 12 months were forecast 
the afternoon of August 16 at a press conference held by Gen- 
eral Brehon Somervell, commanding general, Army Service 
Forces and his aides, at which War Department plans for the 
discharge of 5,000,000 men within the next year were revealed. 
Under that program, it was estimated, a peak load of 500,000 
troops a month would be reached “around the first of the 

ear.” 

' C. D. Young, deputy director of the Office of Defense Trans- 
portation, attending the conference for Director Johnson, when 
the question of passenger congestion was referred to him by 
General Somervell, said it was too early to estimate the effect 
of the elimination of gasoline rationing, and the consequent 
greater use of privately owned automobiles, would have, but 
he said he thought the passenger load on the railroads and 
busses would be “sharply reduced.” As to the movement of 
freight, he said the railroads would have no trouble in that 
direction if given the necessary manpower. 


In answer to a question as to whether civilian production 
would take up the lag in freight traffic caused by army cut- 
backs, General Somervell said the rate of production in Amer- 
ica before the war was $70,000,000,000 a year. He observed 
that production had been double that in the war period. 

“Tf you drop back to pre-war production, you will not have 
anything but seasonal difficulties,” said General Somervell. 
“We hope we will have production at a higher level. It is only 
in case it goes to a tremendously high level that you will get 
into these difficulties.” 


Howard Bruce, director of materiel for the A. S. F., re- 
marked that it was “inconceivable” that civilian production 
would approach the levels of military production. 


In answer to further questions, Deputy Director Young 
said he believed there would be no shortage of transportation, 
but that there would be some “tight spots” in certain classes 
of cars seasonally for the next 12 months because, he said, the 
total number of cars was not sufficient to meet some of the 
seasonal loads placed on certain types of equipment. 


General Somervell’s aides would not offer an estimate of 
the effect on rail tonnage of the cut-backs amounting to 87 
per cent of the total procurement program as it was set up for 
the two-front war, and 80 per cent of the present monthly rate 
of production. Percentagewise, the major cut-backs were shown 
as follows: Artillery and tanks, 98; ammunition, all types, 98; 
construction equipment, including tractors, 100; medical sup- 
plies, 50; food, 20; clothing and equipage, including shoes and 
textile items, 75; telephone and telegraph equipment, 100; tires, 
100. With reference to the cut-back in tire purchases, Mr. 
Bruce said the army would no doubt be back in the market 
later for tires needed for the occupational forces. 

Another indication of the effect on transportation, both as 
to tonnage, and as to materials available for equipment needs, 
was a cut-back of 99 per cent in carbon steel requirements and 
the same amount in alloy steel, with 98 per cent and 98 per 
cent cut-backs in copper and aluminum, respectively. Mr. Bruce 
said the army would probably be putting back into the market 
more metals in the next three months than it would buy. 

It was said, also that there would be a 44 per cent reduc- 
tion in the demands for gasoline, and it was estimated that the 
cut-back in U. S. production resulting from the cancellation of 
army contracts on V-J Day would result in a saving of more 
than 145,000,000 tons of coal in the next twelve months. This 
reduction, it was said, followed a saving of more than 20,000,000 
tons resulting from the cancellation of army contracts follow- 
ing V-E Day and that it would serve to wipe out the national 
deficit of 25,000,000 tons for the balance of the year and add 
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more than 120,000,000 tons to that available for reconversion 
and other civilian purposes. , 


Troop Movements 


“V-J Day occurred such a short time after V-E Day that 
we have not completed the redeployment of our forces to the 
Pacific to continue the war against Japan,” said General Somer- 
vell. “Our immediate occupational needs in the Pacific wiil 
require the movement of additional troops. We have not yet 
completed the repatriation of our forces from Europe. We still 
have over 2% million men in the European theaters. We have 
tentatively planned on leaving some 400,000 troops as occupa- 
tional forces in Europe; that leaves over 2,000,000 still to be 
returned from Europe to the United States, while at the same 
time we will be facing the problem of moving our occupational 
forces into the various parts of the Japanese Empire, the 
Asiatic mainland, Formosa, as well as the main islands, and 
returning to the United States from the Pacific those eligible 
for separation.” 

Observing that “our primary concern will be the return of 
personnel and their demobilization,’ General Somervell said 
he wanted to point out that the public must not be too opti- 
mistic in anticipating an early return to peacetime conditions 
with respect to the use of our continental communications sys- 
tems, “our railroads particularly.” 

Major General C. P. Gross, chief of transportation, A. S. F., 
said there were now about 4% million army troops overseas, 
in addition to naval forces afloat and ashore on island bases. 
With the exception of the armies of occupation in Europe and 
Japan and those maintaining installations vital to U. S. inter- 
ests, the bulk of these 4% million troops would have been re- 
turned to this country by the end of June, 1946, said he, adding 
that “‘even occupational forces both in Europe and in the Pacific 
will largely be replaced and returned before the movement is 
over because of their high (discharge) scores.’”’ He observed 
that the flow of troops home would be on a greater scale than 
ever before experienced, because, despite the heavy return 
movement of troops from the Pacific, our troops in Europe 
would also be speeded home more quickly as a result of our 
victory over Japan because some of the shipping now in the 
Pacific could be restored to the Atlantic. He said every means 
of transportation would be used, including both combat and 
transport planes. 


General Somervell said no difficulties were anticipated in 
the occupation of Japanese territory, but said that, if there 
should be any difficulties “we might find the job not quite as 
smooth as we anticipated.” 


Storage Facilities 


Brigadier General David N. Hauseman, director of the 
A SF readjustment division, said the Reconstruction Finance 
Corporation had set up emergency storage yards in 31 indus- 
trial areas, providing 20,000,000 square feet of closed storage, 
to make certain that the government would be able to clear 
war plants quickly. In addition, he said, there was almost 
unlimited open storage at army installations for material that 
did not need protection from the weather. 


“As still further assurance that plants will be cleared rap- | 


idly, the War Department has set up 35 storage areas at stra- 
tegic locations throughout the country, where scrap metals can 
be held temporarily,” he continued. “These ‘emergency landing 
fields’ were set up with the recognition that much work-in- 
process and highly specialized production equipment used in 
turning out war supplies will have no civilian use and must be 
scrapped promptly.” 


Army Technical Units to Continue 


Army technical units sponsored and manned by civilian 
institutions and organizations will not be disbanded after the 
war, but will be continued in an inactive reserve status as pari 
of the post-war military establishment, the War Department 
has announced. Such units include the railway operating bat- 


talions sponsored by railroads and quartermaster units spon- — 


sored by the American Trucking Associations, Inc. Railroads 


sponsored 54 active and 7 inactive units while the A. T. A. spon- | 


sored 28 units. 


“Early in the war, and in some cases prior to the date hos- 1 


tilities began, authority was granted by the War Department 
to numerous civilian institutions and organizations to sponsor 
military units which required personnel with a high degree of 
professional or specialized training,” said the department. “In 
general, this authority was confined to the fields of medicine, 
motor and rail transportation, motion pictures, motor mainte- 
nance, and communications.” 

The department said this program made possible the or- 
derly conversion of the nation’s professional and technical man- 
power from peace to war at a time when the requirements of 
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both industry and the army greatly exceeded the availability 
of such skills. Continuing, it said: 


These so-called affiliated units have rendered such meritorious 
service that many of the sponsors have expressed the hope that a 
similar relationship could be preserved in the postwar military estab- 
lishment. In response to these suggestions, the War Department has 
adopted the following statement of policy: 

“It will be the policy of the War Department to preserve affiliated 
units and sponsored units for possible use in the postwar army. Con- 
tinued sponsorship of units by business firms and institutions during 
the postwar period will not only preserve interest in national security, 
but will also speed the reactivation of units whenever necessary. More- 
over, the historical continuity of these units will be assured if they 
are inactivated rather than disbanded. This should materially enhance 


the pride of the sponsoring organization in its unit. Affiliated units 
will become a part of the reserves.’’ 


Oo. D. T. Status 


Director Johnson, of the Office of Defense Transportation, 
in answer to a question as to what the immediate effect of VJ- 
Day would be on the O. D. T., said that the O. D. T.’s status 
was geared to “transportation due to the war,” and that the 
O. D. T. would “unwind” as the war-born transportation bur- 
dens diminished. In that respect, he differentiated between 
the O. D. T. and other war agencies of the federal government 
that would expire six months after the war, or on proclamation 
by the President of the end of the war emergency period. 

Answering questions as to possibilities for relaxation of 
transportation controls, Director Johnson said that it would 
probably be ten days after VJ-Day before a pattern would 
“crystallize” that would enable the O. D. T. to consider specific 
restrictions that might be relaxed. 

The advent of peace would bring no immediate relaxation 
of travel restrictions or of current regulation of the movement 
of freight, he said. Easing of the restrictions would come 
step by step, and action by the O. D. T. along such lines would 
be related to War Department decisions, he stated. He added 
that the present outlook for troop movements was that they 
would be heavy, but that the schedules would be easier. The 
War Department would remain the largest shipper of freight 
in the country, he said. 


Commission Closed for Two Days 


The offices of the Commission and other government 
agencies were ordered closed Wednesday and Thursday, Au- 
gust 15 and 16, under a proclamation issued by President Tru- 
man declaring a two-day holiday for government personnel as 
a result of the termination of the war with Japan. 


Wartime Air Restrictions Rescinded 


The Civil Aeronautics Board announced August 10, that 
many wartime restrictions imposed on civil flying along the 
eastern seaboard were rescinded as a result of approval of the 
elimination of the eastern vital air defense area. This action 
was taken by the Interdepartmental Air Traffic Control Board, 
a committee established under executive order and composed of 
representatives from the War, Navy, and Commerce depart- 
ments and the Civil Aeronautics Board. 

Private pilots were cautioned that a large volume of essen- 
tial army and navy flying would continue in many east coast 
areas which should be scrupulously avoided by civilian flyers, 
the board said. Otherwise, it was stated, some new form of re- 
striction might be necessary to protect these areas utilized by 
military flying units. 

This action by the I. A. T. C. B. followed a previous action 
taken last May to reduce the size of the vital air defense area 
in which flights of non-scheduled civil aircraft were prohibited 
unless engaged in activities aiding the war effort, the board said, 
and continued: 


The I. A. T. C. B.’s action now eliminates the remaining restricted 
area covering portions of the seaboard area falling within the follow- 
ing states: Massachusetts, Rhode Island, Connecticut, New York, New 
Jersey, Delaware, Maryland and Virginia. 

Under the relaxed regulations owners of aircraft although now per- 
mitted to fly in the coastal areas, should avoid all navy and army sta- 
tions, flight training areas and offshore seas which are highly congested 
with military flight training including aerial gunnery and other activi- 
ties dangerous to civil flying. 


Wilson Praises Aircraft Workers 


Eugene E. Wilson, president of the Aircraft Industries 
Association, in a statement on the surrender of Japan, said: 

“The atomic bomb and the destructive power of the army, 
navy and marine corp air forces defeated Japan without an 
invasion. Never before in history did a potent military power 
surrender in such circumstances.” 

Paying tribute to industry workers for producing a total 
of 298,792 military aircraft in the war, Mr. Wilson said: 


-Employes of the aircraft industry can forever be proud of their 
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production achievement in providing our air forces and those of our 
allies with an overwhelming superiority of military aircraft. To these 
workers, our member companies say that we are accelerating recon- 
version to peacetime status. Production of personal plane types is 
already under way. Production of transport types, so sorely needed 
in the current transportation crisis, awaits only action by the govern- 
ment to hasten the use of government-owned tools and facilities. 

To the nation, the industry urges the maintenance of the industry’s 
research and development teams to insure America’s continuing aerial 
supremacy. These teams must be kept intact if we are to meet our 
peace-keeping obligations stated in Article 45 of the United Nations 
Charter. Under an adequate national air policy, our industry can guar- 
antee that the ‘‘air force contingents’’ required by that charter are 
adequately equipped to deal with any aggressor of the future. 


“Stick to the Ships,” Land’s Plea 


Vice Admiral Land, chairman of the Maritime Commission 
and war shipping administrator, made the following statement, 
after announcement of the surrender of Japan: 


Surrender of Japan brings to an end six years of world unrest, 
of terrific fighting, of incalculable sacrifice in blood and property. 

It is a day to thank Almighty God for the strength He has given 
us to crush the forces of evil that threatened civilization itself. 

For our armed forces the fighting is over. But the Merchant Marine 
still faces a mighty task. Upon the men who sail our ships depends 
the welfare of our troops all over the world. They must be supplied 
where they are until they can be brought home. Troops must be rotated. 
Occupational forces must be sustained, the wounded and ill cared for. 
World shipping must go on into the peace. 

In August of last year the United States and others of the United 
Nations agreed upon a set of principles to control employment of United 
Nations shipping during the period immediately following V-J Day. 
These principles were designed to prevent chaos in world shipping and 
provide for a systematic transition to normal operations. 

Because of the preponderance of American ships in this pool, the 
success of shipping operations in coming months depends greatly on 
the United States. We have built more than 5,000 ships since Pearl 
Harbor. They are needed for the job ahead. 

It is a crucial time for the merchant fleet. With the advent of 
peace, we shall come to the transition period between the use of our 
fleet for war, and its conversion to commercial employment. 

This nation’s immediate purposes or our future aims cannot be at- 
tained unless the men in training, on shore leave, and now on ship- 
board are impressed by the urgent necessity of staying on the job to 
finish it. We must feed and clothe those made destitute by war, not 
only from the standpoint of ‘humanity, but from the standpoint that 
empty stomachs, naked bodies and disease are the seeds of more war. 

In the name of those in the armed forces and the merchant marine 
who gave their lives that this day might come, and in the name of 
those who look to us in the merchant marine for their safe and speedy 
return, all of us must stick to the ships. 


Gasoline, Used Tire Ratitoning Off 


The Office of Price Administration announced, August 15, 
that it was terminating immediately the rationing of gasoline. 

Effective August 17, used truck tires and truck tires re- 
quiring major repairs to be made serviceable would be removed 
from rationing, the Office of Price Administration announced, 
adding that comparatively few truck tires would be affected. 
Last year, it said, only about 6 per cent, or fewer than 300,000, 
of the nearly 5,000,000 truck tires rationed through certificate 
sales were used truck tires, and that it was likely that many 
of those used tires were not serviceable tires. 


Pay for V-J Day 


Chairman Schwartz, of the National Railway Labor Panel, 
has announced concurrence with the following V-J Day state- 
ment of the National War Labor Board: 


In answer to numerous questions from employers, the National 
War Labor Board announced that employers who excuse their employes 
from work on V-J Day, when it is officially declared, may pay them a 
straight-time rate for earnings for the hours not worked, without vio- 
lating wage stabilization regulations. 


O. D. T. Eases Motor Restrictions 


The Office of Defense Transportation announced, August 16, 
the lifting by it of seven wartime regulations governing com- 
mercial motor vehicle transport in the United States. 

It said that changes in O. D. T. wartime policy announced 
by Director Johnson included revocation of the following orders 
and regulations, effective immediately: 


1. The nationwide program requiring all commercial motor vehicle 
operators to obtain a certificate of war necessity from the O. D. T. 
in order to operate trucks, busses, or taxicabs. 

2. General order freezing the number of taxicabs in all cities and 
limiting the distance and mileage they might travel. 

3. Administrative order No. 15, setting up the procedure to be 
followed in inaugurating or extending new commercial motor vehicle 
service. 


4. General order prohibiting automobile racing in the United States. 
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5. General order regulating the mileage and limiting the number of 
taxicabs in New York City. 

6. General order regulating rental cars. 

7. General order limiting rental car service in the Miami-Palm 
Beach, Fla., area. 


Abolition of the “certificate of war necessity program,” the 
O. D. T. said, was effected by revocation of its general order 
©. D. 'T. SLA. 

Director Johnson stated that O. D. T. regulations govern- 
ing the frequency of wholesale and retail deliveries were still 
in effect, but that they would be lifted “as soon as conditions 
permit.” He added that joint action plans and industry trans- 
portation programs likewise would remain in effect “for the 
time being.” He noted that certificates of war necessity had 
been issued to cover more than 5,200,000 commercial motor 
vehicles since that had gone into effect. Of this total, he said, 
about 4,980,000 vehicles were property carriers, 1,650,000 of 
which were used for agricultural purposes, and 21,753 were 
intercity busses. 

In the years that the “CWN” program was in effect, he 
stated, the O. D. T. certified about 18,750,000,000 gallons of 
gasoline for the commercial operators. The program went into 
effect in December, 1942. 

The O. D. T., August 17, eliminated the 35-mile-an-hour 
speed limit on automotive vehicles. Director Johnson tele- 
graphed the governors of the various states informing them of 
this action. 


Service Orders Vacated 


The Traffic World Washington Bureau 


By seven service orders, effective at 12:01 a.m., August 17, 
the Commission, division 3, vacated that many of its war-time 
service orders. The orders vacated, and their nature, were as 
follows: 


No. 75, issued in May, 1942, suspended Rule 4 of the code of car 
service rules insofar as it applied to the delivery of railroad cars to 
vessels controlled by the War Shipping Administration; No. 94, issued 
in November, 1942, ordered the Denver.& Rio Grande and the Western 
Pacific to divert via the Union Pacific, from Salt Lake City or Ogden, 
certain cars of coal to points in Washingtou and Oregon; No. 98, 
similar to 94, requiring diversion of cars of coal from the Southern 
Pacific, D. & R. G., Union Pacific, and Utah Railroad, via Salt Lake 
City or Ogden, to destinations in or beyond Oregon and Washington; 
No. 132, issued in June, 1943, requiring railroads to establish half-stage 
icing in lieu of standard and modified refrigeration services provided in 
Section 2 of perishable protective tariff No. 12; No. 154, restricting the 
movement of locomotives or cars owned, leased or controlled by the 
Chicago, Attica & Southern Railroad Co.; No. 173, issued in January, 
1944, and suspended since April, 1944, restricting routing of carload 
freight from Monroe or West Monroe, La., to destinations east of the 
Mississippi River, and No. 288, issued February 27, governing the pack- 
ing and loading of shell eggs in refrigerator cars. 


The vacating orders carry the number of the original order 
followed by the letter A. 

By ‘service order No. 334-A, effective August 17, the Com- 
mission, division 3, vacated service order No. 334, by which 
transportation of race horses and show animals was restricted. 


TRAVEL CURTAILMENT EASED 


Removal by the Office of Defense Transportation of the 
ban on the holding of state and regional fairs, and relaxation 
of the convention restriction of the War Committee on Con- 
ventions so as to permit the holding of conventions with an 
out-of-town attendance of not more than 150, instead of 50, 
were announced August 16 by Director Johnson, of the O. D. T. 

He said that any relaxing of transportation restrictions 
would have to be step-by-step in relation to overall require- 
ments. 

At the Office of Defense Transportation it was said, August 
17, that, if the passenger situation grew worse, it might be 
necessary to review the entire matter. It was also observed 
that most of the action taken by the O. D. T. August 16 and 17 
related to motor vehicle transportation and that, generally 
speaking, the orders imposing restrictions on rail transportation 
would be continued in force. 


RACING AND ATHLETIC BANS LIFTED 
The Office of Defense Transportation, August 17, lifted the 
ban on the transportation of show animals and race horses, 
effective immediately. It also lifted restrictions on the travel 
of professional and amateur athletic groups. 


Oo. P. A. ICING ORDER 
Price control has been suspended for a temporary period by 
the Office of Price Administration on open market purchases 
of ice by railroads, express companies and other users of ice 
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for car icing and related transportation uses, effective August 
13 through September 30. 

An ice shortage had developed, particularly on the west 
coast, due to heavy movement of military personnel and sup- 
plies and unusually heavy seasonal crops of perishable prod- 
ucts, O. P. A. said. As a result, car icers were finding it neces- 
sary to buy ice in the open market to supplement supplies nor- 
mally obtained under term contracts, it said. 

The action suspended from price control through Septem- 
ber 30, 1945, all open market purchases of ice by railroads, 
express companies, fishing fleets, boat lines and truck lines. 
Ice obtained under purchase contracts, however, continued 
under price control and might not be bought at prices in excess 
of established ceilings, O. P. A. said, adding that the action was 
being taken at the request of the Department of Agriculture. 

O. P. A. said that it was prepared to take prompt action to 
correct any abuses or serious dislocations of supplies that may 
result from the temporary suspension of these ceilings. 

(Amendment No. 12 to Maximum Price Regulation 154— 
Ice—effective August 13, 1945.) 


ICING, COOLING, REFRIGERATION IN WEST 


By general permit No. 1 under service order No. 343, which 
prohibited initial icing, or reicing in transit, of freight cars 
loaded with dried or evaporated fruit, among other things, orig- 
inating at points in Montana, Wyoming, Colorado, or New Mex- 
ico, or west thereof (see Traffic World, Aug. 11, p. 373), Direc- 
tor Clinger, of the Commission’s Bureau of Service, has granted 
railroads permission to disregard the provisions of the order 
insofar as it applies to initial icing or reicing in transit of 
straight refrigerator carloads of unsulphured dried or evapor- 
ated fruit that has been stored under refrigeration and is ordered 
moved under refrigeration and consigned to plants manufactur- 
ing strained baby foods. Shippers are to certify that the fruit 
is unsulphured and complies with the other conditions. The gen- 
eral permit is effective August 10 to September 20. 

He also issued general permit No. 1 under revised service 
order No. 345, which, with exceptions, prohibited railroads, 
after the first or initial icing, from reicing more than one time 
in the territory located west of the Mississippi River, refriger- 
ator cars loaded with potatoes originating in Montana, Wyo- 
ming, Colorado, or New Mexico, or west thereof, and certain 
Texas counties, with more than 8,000 pounds of ice. The per- 
mission is: 

To disregard the provisions of revised service order No. 345 insofar 
as it applies to the furnishing of a second reicing in transit not ex- 
ceeding eight thousand (8,000) pounds of bunker ice in the territory 
west of the Mississippi River on any refrigerator car loaded with pota- 
toes originating at any point or points located in the states of Idaho, 
Utah, or Arizona, or west thereof, and destined to points located in 
Louisiana (west of the Mississippi River), or in Texas in or east of the 
counties of Hardeman, Foard, Knox, Haskell, Jones, Taylor, Runnels, 
Concho, Menard, Kimble, Kerr, Real, Uvalde, Zavalla, Dimmit or Webb 
in Texas. 

This general permit shall become effective at 12:01 a. m., August 
10, 1945, and it shall expire at 12:01 a. m., September 15, 1945. 


PETROLEUM ROUTING ORDER 


By its service order No. 109-A, effective at 12:01 a. m. 
August 15, the Commission, division 3, vacated and set aside 
service order No. 109 of February 15, 1943, as amended Febru- 
ary 16, 1943, by which the Louisiana & Arkansas Railway was 
authorized and directed to deliver to the Illinois Central, at 
Baton Rouge, La., for movement in line-haul service, carload 
shipments of petroleum and petroleum products loaded on 
L. & A. tracks at Baton Rouge and routed for shipment through 
New Orleans, except cars loaded with petroleum and _ its 
products destined to points in Alabama, Georgia, Florida, the 
Carolinas, Virginia and the District of Columbia. 

The original order, now set aside, contained the explana- 
tion that the traffic in question was being handled by the 
L. & A. over a circuitous route and that the L. & A. was unable 
to handle the traffic “so as properly to serve the public,” in 
view of the shortage of railroad equipment and congestion of 
traffic. 


WENTWORTH BUS LINE ORDER 
Director Johnson, of the Office of Defense Transportation, 
has further postponed to October 15 his cancellation order can- 
celing a certificate of war necessity issued to Wentworth Bus 
Lines, Inc., of Dover, N. H. The order was issued originally 
because of alleged refusal of the company. to comply with orders 
of the National War Labor Board. 


Oo. D. T. OPERATION OF TRUCK LINES 


Director Johnson, of the Office of Defense Transportation, 
has issued orders terminating government possession and con- 
trol of the Arkansas Motor Freight Lines, Inc., of Fort Smith, 
Ark., and of the Northwest Freight Lines, of Billings, Mon‘. 
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The success of the railroads in 
handling unprecedented traffic in 
the great world war just ended, 
and doing it with a minimum of 
rolling stock and motive power, 
has its roots in action taken by 
railroad executives back as far as 
1923. With the failures of 1917 
and 1918 fresh in mind, together 
with the disastrous experiment in 
government operation caused by 
those failures, the railroad execu- 
tives determined then that the 
huge rail system of the country 
would not again be caught lacking 
the necessary cooperative machin- 
ery to get the most out of the sys- 
tem as a whole in any future 
emergency. 

Transportation students of the 
future will doubtless pause in 
amazement over the contrast be- 
tween the rail accomplishments of 
the two world wars, only twenty- 
five years apart. When they seek 
for the explanation of the in- 
finitely better job done in the sec- 
ond world war, they will find it 
as much in the good will of the 
men responsible as in any other 
factor. 

With the echoes of the shouts of 
victory hardly dying out, it seems 
fitting that we should present in 
the first number of the Traffic 
World following the surrender of 
our last enemy, this brief consid- 
eration of how well the system of 
governmental regulation of trans- 
portation has worked in World 
War II, and some of the factors 
that made it work so well. 





e With the end of World War II this 
week it has been demonstrated 
with finality that there was no need for 
the government to take over the rail- 
roads for the duration in order to win 
that war. Through the establishment of 
the Office of Defense Transportation, 
and the activities of the Commission’s 
Bureau of Service in cooperation with 
the Association of American Railroads, 
and with shippers, the government 
avoided taking over the railroads as it 
did in World War I. An important factor 
in the success of wartime operations of 
the railroads was the fact that General 
Gross’ Army transportation corps and 
the railroads worked together efficiently 
and understandingly. Further, the Army 
men wanted the railroads to remain 
under private operation. For a brief 
period, on account of labor troubles, the 
government did take over the railroads 
in World War II, but this, of course, 
did not result from lack of ability of the 
railroads to meet war-time traffic de- 
mands. 

Not only was it unnecessary for the 
government to take over the railroads, 
but it is a notable fact that the railroads 
have had virtually universal commenda- 
tion for the job they have done in han- 
dling the swollen war-time traffic. 

What may not be so clear is that the 
railroads did not come unprepared to 
their task in World War II. Not long 
after World War I they had adopted 
a plan that enabled them to accomplish 
the job that confronted them in the 
present war, beginning with the pre-war 
period of aid to England and of prepa- 
ration for our own defense. The results 
of that planning are evident in the ton- 
miles and passenger-miles chalked up 
Since 1939, and in a saving to the tax- 
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Record in 


World War Il 


Managerial Skill Under Regulation Achieved Better 
Results in World War II Than Government Control in 
World War!. Rail Improvement Plan Adopted in 1923 
Saved Taxpayers an Estimated Billibn and a Half Dol- 
lars and Avoided Need for Government Control 


By LEWIS W. BRITTON 


payers of the country, as compared with 
the cost of government control from 
1918 to 1920, that has been estimated to 
run to more than a billion and a half 
dollars. 

Any record of significant dates in con- 
nection with the successful prosecution 
of World War II should include April 5, 
1923. On that date railroad executives, 
meeting in New York, with the lessons 
of the costly results of government oper- 
ation of the railroads from January 1, 
1918, until after the end of World War I 
freshly in mind, jointly adopted a “Pro- 
gram of the Railroads to Provide Ade- 
quate Transportation Service.” 

That program involved, among other 
things, the expenditure of $9,000,000,000 
from 1923 to 1939, inclusive, and the 
scrapping of much obsolete equipment, 
with a view to increasing the efficiency 
of railroad operations. A spokesman for 
the Association of American Railroads 
has said that government control of the 
railroads from 1918 until 1920 cost the 
taxpayers $1,616,429,457.44. 

Cost of Control vs. Regulation 


On the basis of all of the factors in- 
volved in the joint program of the rail- 
roads, as carried out between 1923 and 
1939, it has been possible, in World 
War II, to continue regulation and to 
avoid a resort to costly governmental 
control. On the side of cost alone, the 
wisdom of that program may be seen. 
There are actually fewer employes on 
the payroll of the Commission as of the 
end of the present war, according to 
Secretary Bartel, than there were at its 
beginning, although the Commission, 
through its Service Bureau, has had a 
large task in working in cooperation with 
the car service division of the Associa- 
tion of American Railroads. 

The budget officer of the Office of 
Defense Transportation says the total 
actual cost of the Office of Defense 
Transportation from its inception through 
June 30 has been $43,682,177, with an 
appropriation of $7,350,000 for the cur- 
rent fiscal year. He said a total of 
$50,000,000 would see the O. D. T. 
through this year. However, he also ob- 
served that 80 to 85 per cent of the cost 
of O. D. T. operation had been in the 
control of motor-carrier operations, the 
other 15 or 20 per cent covering all other 
needs. Thus, the cost of railroad regu- 
lation since the inception of the O. D. T. 
could never have been over about $8,- 
700,000, if 20 per cent of costs through 
June 30 were charged to it, and that 
would be to disregard “other needs.” 


Congestion in World War | 
M. J. Gormley, who retired recently 


as executive assistant, Association of 
American Railroads, in several studies 
of the factors that brought about gov- 
ernment control in 1918, said congestion 
was the most important of those factors. 
And he pointed out that the congestion 
arose because there was a legal require- 
ment that government freight be given 
preference and priority in movement 
without any consideration given to the 
ability of receivers to unload promptly. 


“Congestion of freight traffic in 1917,” 
he said, “was due to the shipment of 
freight in quantities far beyond the abil- 
ity of the receivers to absorb and vast 
exports without consideration of the 
availability of ocean shipping... .” 


This, he observed, caused car short- 
ages in addition to the congestion by 
reason of the fact that cars were used 
for storage purposes instead of for trans- 
portation. 

Among other reasons cited by Mr. 
Gormley for the government take-over 
in 1918 were: A rise in material prices 
in 1917, not offset by increased rates; 
loss of employes, including skilled em- 
ployes vital to proper maintenance, par- 
ticularly of equipment, to war plants or 
by way of the draft, to the army; in- 
creased wage demands. He observed that 
carriers handled more revenue _ton- 
miles in 1917 than in 1916 by 88 per 
cent, and more passenger miles by 14.1 
per cent, earning a total increase of 11.5 
per cent in operating revenues. How- 
ever, he pointed out, operating expenses 
increased 20 per cent and taxes 36.2 
per cent, with the result that net rail- 
way operating income decreased approxi- 
mately 10.2 per cent. 

It is to be noted that precisely the 
same factors, in increased intensity, char- 
acterized the situation in the present 
emergency, yet the railroads have scored 
ton-mile and passenger-mile records that 
have been characterized as “astronomi- 
cal,” under the system of regulation that 
permitted the fullest exercise of man- 
agerial skill, with the advice of both the 
railroad and motor-carrier industry 
sought before major regulatory decisions 
were made. 


Equipment in World War II 


As has often been pointed out, the 
railroads have accomplished the tasks 
of World War II with far less equip- 
ment than they possessed in the World 
War I period, and they have been faced 
with some critical situations in the later 
period that aggravated greatly the 
strains natural to the war period. 

One example of the manner in which 
those special crises have been met will 
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suffice. As was only natural, there were 
great accumulations of freight cars in 
the eastern area of the country. Traffic 
was flowing in enormous volume to the 
European war theater. Then came the 
severe snowstorms and ‘“freeze-up” in 
the east. Yet Director Johnson, of the 
‘O. D. T., was able to say, at a press 
conference in June, that the eastern 
roads, from February 19 to May 3, had 
delivered 93,686 loaded and empty cars 
to western lines in excess of receipts of 
the eastern lines, and that box cars on 
lines of central western railroads on 
June 1 were 113.8 per cent of their 
ownership as compared with 104.7 per 
cent on June 1, 1944, and 11.4 per cent 
of ownership on southwestern roads as 
compared with 93.4 per cent, respec- 
tively. 

That press conference was called to 
give the public an idea of the job the 
railroads had done, in spite of the war 
demands, in handling the bumper grain 
crop. Director Johnson cited certain 
railroads as having increased their grain 
loadings in 1945, over 1944, as follows: 
Santa Fe, 89.7 per cent; Rock Island, 
46 per cent; Burlington, 56 per cent; 
Union Pacific, 43.6 per cent; Great 
Northern, 54 per cent; Northern Pacific, 
43.6 per cent; Missouri Pacific, 51.5 per 
cent. 

Less Equipment—More Traffic 


Just what was involved in the job done 
by the railroads in moving the war-time 
freight and passenger load was summed 
up by Director Johnson, in a statement 
in March, in which he noted that there 
had been “some criticism of lack of 
action in solving the situation.” He con- 
tinued, after noting that manpower short- 
ages were vitally affecting the trans- 
portation field: 


This criticism would be justified if the sit- 
uation was one that could be solved by issu- 
ing directives and orders. It is not. Even a 
partial solution depends not on issuing orders 
but on the physical job of keeping freight 
moving. 

Additional cars and additional manpower 
to ease the present difficult situation can only 
be supplied’ by depriving the armed services of 
materials and men they need. 

Transportation facilities were strained to 
the utmost throughout 1944. The 1944 total of 
1,040,000,000,000 ton-miles of freight hauled, 
by all means of transport, was 93 per cent 
greater than the 1939 figure. Continued strain 
in 1945 movement was indicated by the fact 
that unloading of freight cars at ports in Jan- 
uary was greater than in any previous month 
of the war. 

The nation’s railroads alone, with a third 
less equipment than they had in the last war, 
are carrying double the traffic load. 

Comparison of equipment figures for the 
last war and for February 1, 1945, shows 
that railroads now have about 25 per cent 
fewer freight cars, nearly 32 per cent fewer 
locomotives, and about 30 per cent fewer pas- 
senger train cars. 

Passenger miles hauled show an increase 
of 112.8 per cent, revenue ton-miles of freight 
81 per cent, and average haul ton-miles 60 
per cent. 

All forms of transport are suffering from 
manpower shortages. Railroads so far have 
had 300,000 men inducted into military serv- 
ice. Manpower shortages exist in motor and 
inland water transportation. 

As for new material and equipment, ‘‘large 
deficits’’ now exist. From 1941 through 1944 
the new material and equipment obtained fell 
short of basic requirements by 185,000 freight 
cars, 2,146 locomotives, 2,619 passenger train 
ears, and 762,000 net tons of rails. In addi- 
tion, carbon steel claims for the transporta- 
tion industries for the first two quarters of 
1945 have been cut about 30 per cent. 

The number of box cars built last year, 
17,600, was just about half the number that 
ordinarily would be required merely to re- 
place worn out equipment, and did not meet 
extra replacement needs required by the 


heavy service to which these cars are being 
subjected. 


Some Comparisons 


The effect of the railroad plans on effi- 
ciency of operation, enabling them to 
carry the greater loads of recent years 
with less equipment, was summed up 
by Mr. Gormley in a discussion of ‘“Pri- 
vate or Government Ownership and 
Operation of the Railroads,” delivered 
before the Cosmos Club, Washington, 
D. C., in March, 1940. 

“All of the objectives of this program 
were fully realized,’ said Mr. Gormley. 
“New equipment was installed, much of 
the older equipment was rebuilt and re- 
paired, speed of freight trains has been 
increased over 60 per cent, average Cca- 
pacity of freight cars increased approxi- 
mately 20 per cent, and number of gross 
ton-miles per train hour more than 
doubled. More than 1,769,000 freight 
cars and 40,000 locomotives have been 
destroyed as obsolete. The number of 
freight cars owned is now approximately 
724,000 less and locomotives owned ap- 
proximately 24,000 less than at the high 
points of ownership. 

“Improvements in speed of movement 
and efficiency have been so great during 
this period that the freight traffic of 
1929, the greatest for any year on record, 
could now be handled with from 350,000 
to 400,000 fewer cars than were required 
at that time. It is evident, therefore, 
that any comparison of the capacity of 
the railroads today with any previous 
period, based only on units of equipment 
owned, means absolutely nothing—the 
greatly increased efficiency must be 
taken into consideration.” 


How Wartime Regulation Worked 

On December 18, 1941, the late Presi- 
dent Roosevelt issued the executive order 
setting up the Office of Defense Trans- 
portation to perform, among other things, 
“the functions and exercise the author- 
ity vested in the President” by sections 
1(15) and 6(8) of the interstate com- 
merce act.” From the inception of the 
O. D. T., according to a spokesman for 
that body, it has been its policy to work 
through the Commission organization 
to the greatest possible degree. Thus, 
because of the close cooperation of the 
Commission’s Bureau of Service and the 
car service division of the Association of 
American Railroads, only 18 O. D..T. 
general orders affecting rail transporta- 
tion have been issued. Necessary direc- 
tions to the railroads, whether at the 
request of the O. D. T. or in the normal 
course. of the bureau’s activities, have 
been given through Commission service 
orders, beginning with service order No. 
68. There are now 90 such orders out- 
standing. Twenty-eight O. D. T. general 
orders affect motor-carrier operations, 
four affect water-carrier operations, and 
one deals with the storage of export 
freight. 

The outstanding orders of the Com- 
mission are on the following subjects: 
Car use; free time and demurrage; di- 
version and reconsignment; icing, refrig- 
eration, pre-cooling; diversion of traffic; 
switching; embargo of routes; Mexican 
traffic, to assure return of American- 
owned cars; weighing; inspection; train 
limit laws; expediting; and passenger 
traffic. Under 17 of the orders, agencies 
for the control of traffic have been estab- 
lished, or the orders have been made 
subject to general or special permits 
issued by the director of the Commis- 
sion’s Bureau of Service, Washington, 
Dp. Cc. 

As a guard against the detention of 
cars, the Commission has resorted to 
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increased demurrage charges and a de- 
crease in the amount of free time for 
unloading allowed by tariff provisions, 
13 of its outstanding orders dealing with 
those subjects. Thus, it has been pointed 
out, the Commission has prevented one 
of the major factors that led to the 
World War I take-over of the railroads 
by the government—the use of freight 
cars for storage purposes. 

In 8 of its outstanding orders the Com- 
mission has restricted the liberal diver- 
sion and reconsignment provisions in 
railroad tariffs, thus avoiding congestion 
at gateways. In two of its orders, the 
Commission has embargoed transit and 
non-transit grain routes so as to elim- 
inate unduly circuitous travel of the 
grain, and back-hauling. In another 
order, the Commission set up rules for 
the distribution of grain cars in periods 
of car shortage. In another, the whole 
western rail system was put under the 
control of an agent at Chicago. 


O. D. T. General Orders 


The most important of the general 
orders of the O. D. T. affecting the rail- 
roads is, of course, O. D. T. 18A, effec- 
tive November 1, 19438, requiring the 
maximum loading of railroad cars carry- 
ing civilian freight. By it railroads were 
prohibited from accepting for shipment, 
with certain exceptions, any freight cars 
not loaded either to full visible capacity, 
or to the marked weight capacity as 
stenciled on the car or recorded in the 
Official Railway Equipment Register. 

In order to meet the demand for petro- 
leum and petroleum products, when 
tanker deliveries to the east were inter- 
rupted by torpedoes of German sub- 
marines, the O. D. T. issued its general 
order O. D. T. 7 Rev., effective De- 
cember 12, 1942. That order governed 
the assignment of tank cars, loading and 
unloading by shippers, and the move- 
ment by the carriers. Length of move- 
ment was controlled, and both loaded 
and empty cars in eastern service were 
required to move almost exclusively in 
symbol trains, operated on through 
schedules and O. D. T.-specified through 
routes. 

On the passenger side, general order 
O. D. T. 47, effective January 11, elim- 
inated seasonal passenger train sched- 
ules to resort areas not discontinued by 
an earlier order and, in addition, pro- 
hibited railroads from operating, without 
a permit, a passenger train schedule on 
which the occupancy of seats and space 
did not average 35 per cent in Novem- 
ber, 1944. The O. D. T. explained that 
the order would eliminate many branch 
line schedules and result in a sizeable 
saving of coal. Freight trains on branch 
lines, in connection with which some 
passenger equipment was operated, were 
not affected by the order. General order 
O. D. T. 52, effective June 30, restricted 
railroad passenger reservations to five 
days before the departure of the train. 

Then, effective July 7, when the ac- 
celerated redeployment of troops from 
the European theater of war made it- 
self felt, the O. D. T. issued its general 
order 53, which prohibited the operation 
of sleeping cars to points of destination 
450 miles or less from point of origin 
of any such cars. 

It is believed to be a fair statement 
that the government regulation estab- 
lished for the duration of the war would 
not have been effective and war-time 
traffic demands met as they were, had 
not, as Mr. Gormley often said, the 
railroads continuously been ‘‘on a war- 
time basis.” 
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August 18, 1945 


Class Rate Developments 


Following a conference between staff members of the Com- 
mission, and a sub-committee of the joint conference of carriers 
in Eastern, Western and Southern territories in Washington, 
August 1 and 2, on problems arising under the interim order in 
No. 28300, Class Rate Investigation, 1939, Commissioner Ait- 
chison has addressed a letter to the chairmen of the Southern, 
Western, Trunk Line and Southwestern rail rate groups setting 
forth the recommendations made by the members of the com- 
mittee for the Commission (see Traffic World, Aug. 4, p. 301). 

Commissioner Aitchison told the chairmen that the recom- 
mendations and approval expressd in his letter were tentative 
only and were without prejudice to further consideration or 
action by the Commission. He said the advice given should 
facilitate filing tariffs putting into effect the prescribed interim 
adjustment, without prejudice to the rights of any one affected 
“if the very technical matters involved were not properly re- 
solved.” 


On six subjects, the letter said the advice given was that, 
before the Commission could or should decide whether to make 
changes, petitions should be filed and all parties given an oppor- 


tunity to reply. On ten further questions raised, the letter set 
forth the action taken. 


On petition of the rail respondents for postponement to 
April 1, 1946, of the effective date of the order in No. 28300, 
the Commission modified its order to become effective Novem- 
ber 30, on not less than 30 days’ notice, instead of August 30 
(see Traffic World, July 28, p. 235). 


Commissioner Aitchison addressed his letter to ae G. Kerr, 
chairman, Souhern Freight Association, Atlanta, Ga.} pe 5 
Dana, chairman, Western Trunk Line Committee, Chicago; Wal- 
ter S. Curlett, chairman, Trunk Line Association, New York; 
and W. F. Knobeloch, chairman, Southwestern Freight Bureau, 
St. Louis. The letter follows: 


In a communication dated July 21 addressed to the Secretary, Mr. 
J. G. Kerr as chairman of a committee appointed by the carriers in 
Official, Southern, Western Trunk Line and Southwestern territories 
to consider problems arising in connection with compliance with the 
Commission’s decision and order in No. 28300, Class Rate Investigation, 
1939, requested the Commission or those whom the Commission might 
designate for the purpose, to meet with his committee to discuss such 
problems in an effort to expedite publication of the tariffs. Division 2 
of the Commission which has administrative charge of No. 28300, desig- 
nated a committee consisting of Director Hardie of the Bureau of Traffic, 
Assistant Chief Examiner Mullen, and Examiner Witters, to confer with 
the committee, and a conference was accordingly held on August 1-2. 

Subsequent to the conference, the employees’ committee made a re- 
port of its conclusions to the Commission, which has tentatively ap- 
proved the advice and recommendations of the Committee, and this let- 
ter is written to acquaint you thereof. Copies of this letter are being 
placed on the press table for the information of the public. 


Subjects for Petition and Reply 


On a number of the subjects as to which the carriers seek changes 
in the report and order as now drawn, the advice given was that before 
the Commission could or should decide whether to make such changes, 
petitions should be filed and all parties to the proceeding given oppor- 
tunity to reply thereto. In this category are the following: 

(a) Proposal that class rates within extended Zone C in Wisconsin 
and between that zone and points in Official Territory be dealt with as 
if they were intraterritorial within Official Territory. Under the report 
as drawn the rates within extended Zone C are intraterritorial in West- 
ern Trunk Line territory and those between the zone and Official Terri- 
tory are interritorial. 

(b) Proposal that where there are now in effect over the going 
or used routes commodity rates which are not required by the decision 
to be changed, class rates over unused or ‘“‘trick’’ routes need not be 
reduced in cases where such reduced class rates would be less than the 
commodity rates over the ‘‘going’’ routes. 

(c) Proposal that where commodity rates, exception rates, or column 
rates now alternate with class rates subject to ratings in the classifica- 
tions proper, the alternation should continue with the present class 
rates and should not be with the new class rates. 

(d) Proposal that rates specifically published to apply on coastwise 
and intercoastal traffic be treated the same as specifically published ex- 
port and import rates, viz., left unchanged unless the new domestic 
class rates would be lower. 

(e) Proposal that class rates now maintained on less than the nor- 
mal basis, reduced by carriers to meet competition of other forms of 
transportation, be not reduced. This proposal does not include rates 
to or from points in Zone IV in the southwest as to which the Zone IV 
arbitraries have been canceled, it being the intention of the carriers 
to reduce such rates the same as other western rates, and does not 
include class rates reduced in the south for distances up to 190 miles. 

(f) Proposal that in applying the minimum scale on sheet 274 of 
the report in connection with rates to, from and between points on 
short or weak lines authority be granted to add to such scale rates 90 
per cent of the arbitraries that have been authorized for such short or 
weak lines. 

Tentative Advice 

Other matters that were discussed and the action taken thereon 
are set forth below: 

(g) Proposal to restore on interterritorial traffic between Official 
Territory and Southern Territory over all-rail and rail-water routes the 
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application of rates between official territory points and border points 
as minima and to change existing minima to reflect the new class rates. 
The carriers’ committee was advised that apparently the carriers are 
free to publish tariffs proposing to dispose of minimum rate provisions 
in this manner without obtaining any authority from the Commission, 
such tariffs to be subject to possible suspension. 

(h) Proposal that rates between points in Official Territory applying 
over all-rail or rail-water routes passing through Southern Territory 
be treated as intraterritorial Official Territory rates. The carriers were 
advised that they might publish their tariffs dealing with these rates 
in the manner proposed subject to possible suspension. 

(1) Proposal that exception ratings applicable in Southern Territory 
and between Southern and Official territories which are the same as 
the ratings on the same articles in the Southern Classification be can- 
celed in order that the prescribed 10 per cent reduction would not be 
defeated. The carriers were advised that it was desirable that this 
course be followed. 

(j) Proposal that the minimum charge of 75 cents per shipment 
on less-carload traffic- prescribed in the report on shipments moving at 
ratings in the classifications proper be published also to apply on traffic 
moving on exception ratings or commodity rates. The carriers were 
advised that so far as known there was no outstanding order that would 
prevent such publication subject to possible suspension. 

(k) Proposal-that no change be made in the bridge-scale arbitraries 
applicable between points on the western border of Official Territory 
and short-haul points in Western Trunk Line Territory, also between 
western border points in Southern Territory and points in Southwestern 
Territory applicable on interterritorial traffic be left unchanged on the 
theory that such arbitraries are not rates but mere differences designed 
to avoid undue prejudice and preference. The carriers were advised 
that no objection would be registered to their filing tariffs on that basis 
subject to possible later change. 

(1) Proposal that where class rates are not now applicable on com- 
modities such as cotton, sand, gravel, grain, and coal, the carriers need 
not establish the new class rates thereon. The carriers were advised 
that as there are no class rates on such commodities today it does not 
appear that they are under any compulsion to establish reduced or 
increased class rates thereon. 

(m) Proposal that where tariffs naming rates to and from points 
in Western Trunk Line and Southwestern territories are subject to 
rules providing that the rates applicable to or from points beyond such 
as Deming, N. M., as maxima, the actually published class rates should 
be reduced, leaving the maximum rule unchanged; in other words, the 
carriers should not be required first to compute the actual going rate 
after application of the maximum rule and then reduce such rate. The 
carriers were advised that their position in this respect appeared to be 
correct—at least that they were free to publish tariffs on this basis 
subject to possible suspension or later action. 

(n) Proposal that where rates to or from points in Western Trunk 
Line and Southwestern territories apply through Mountain-Pacific Terri- 
tory the rates to and from intermediate points in that territory need not 
be reduced (such, for example, as rates to and from points in New 
Mexico intermediate to El Paso, Texas). The advice given with respect 
to this matter was that unless the carriers have fourth section relief 
they have no right to maintain higher rates to or from intermediate 
points than to or from more distant points covered by the order. 

(0) Proposal that within and between points in Official Territory 
and between Official and Southern territories differential all-rail rates 
and rates in connection with lake lines and ocean lines be reduced or 
increased in the same amounts per 100 pounds as the corresponding 
all-rail rates. Rates in connection with water lines are not embraced 
in the findings and order and there is doubt as to whether the order 
applies to all-rail routes passing through Canada. Consequently the 
carriers were advised that there appeared to be nothing to prevent their 
filing tariffs on this basis subject to possible suspension or later action. 
The western carriers advised that they had not as yet determined what 
action they would take with respect to differential rates all-rail, lake- 
rail, or ocean-rail, but would advise later. 

(p) There was difference of opinion among the carriers as to how 
to deal with provisions in exception tariffs that are exceptions to rules 
or packing specifications of the classification. The Commission repre- 
sentatives expressed the view that in applying modified Rule 10 and 
similar rules the new class rates should he applied on articles subject 
to class rates and that other exceptions merely changing packing re- 
quirements or other rules, which do not change ratings or minimum 
weights, should apply in connection with the new class rates. 

It should be definitely understood that the recommendations and 
approval above expressed are tentative only; from pressure of time are 
necessarily based upon ex parte statements; and are without prejudice 
to further consideration thereof or action by the Commission on any 
matter above discussed. The advice given should facilitate filing tariffs 
to put into effect the interim adjustment prescribed, without prejudice 


to the rights of anyone affected if the very technical matters involved 
are not properly resolved. 


Rail-Water Differential Maintenance 


Chairman Rogers, of the Commission, has written repre- 
sentatives of eastern, southern and western railroads asking 
that the rate changes required to be made in No. 28300 be made 
in cooperation with the water carriers so as to maintain “sub- 
stantially the same bases of differentials” as now exist between 
rail-barge, rail-barge-rail rates and all-rail rates. Maintenance 
of those differentials in the interim period, he said, would not 
prejudice whatever position the parties might take in presenting 
their contentions and arguments with respect to the ultimate 
conclusions that should be reached in the disposition of No. 
26712, Rail and Barge Joint Rates, in which the differentials are 
in issue. 


Chairman Rogers said the Federal Barge Line, Mississippi 


AN ENTIRELY New Geez IN TRAIN TRAVEL 
OFFERS YOU A PENTHOUSE VIEW 


a HERE—our first ‘penthouse’ railway 
car! An innovation which adds an 
entirely new perspective to train travel. 
In this new type car, 24 passengers are 
seated in the Vista-Dome, a laminated, heat 
and ray-resisting glass penthouse replac- 
ing a section of the roof and providing 
an unobstructed view in all directions. 
Deep-cushioned seats and modern air- 
conditioning afford complete comfort. 

This unique car is a streamlined, stain- 
less steel Burlington Zephyr coach, re- 
modeled to include the penthouse feature 
of General Motors’ newly-designed ‘“‘Astra- 
Liner,” and providing six more seats than 
before. Wartime demands for materials 
prevented constructing a completely new 
car. Consequently, certain refinements 
and conveniences anticipated for future 
cars have been omitted. 

The Vista-Dome car is now in service. It 
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CHICAGO, BURLINGTON & QUINCY RAILROAD @ COLORADO and SOUTHERN RAILWAY @ FORT WORTH & DENVER CITY RAILWAY 
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is being operated in various Burlington 
trains, affording many travelers an oppor- 
tunity to enjoy this dramatic innovation. 
If the traveling public likes the Vista-Dome 
idea, and if this new type car proves itself 
in operation, the Burlington plans a fleet 
of these cars for the future—a fleet which 
will give Burlington travelers new scenic 
thrills from the luxurious quarters of a 
*“penthouse on wheels.” 
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ff In this new type car 24 passengers are seated in the Vista-Dume, a laminated, heat and 


ray-resisting glass penthouse replacing a section of the roof and providing an unob- 
structed view in all directions. 


The first Vista-Dome car is now in service. It is being operated in various Burlington 
trains, affording many travelers an opportunity to enjoy this dramatic innovation. 
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Valley Barge Line, and the American Barge Line had presented 
informally the matter of the effect of the Commission’s findings 
and order in No. 28300 on the barge-rail and rail-barge-rail 
differentials, covered by orders in Ex Parte 96, 99, and 102, 
Inland Waterways Corp. Through Routes and Rates, 192 I. C. C. 
173, entered March 27, 1933. He observed that barge-rail ‘rates 
and differentials were not dealt with in No. 28300, but that they 
rally issue and awaited disposition in No. 26712. He con- 
tinued: 


As you will recall, the order of March 27, 1933, in the Inland Water- 
ways Corp. proceeding contains a paragraph reading as follows: 

‘‘And it is further ordered, That this order shall continue in effect 
until the further order of the Commission, or until the rates, routes, 
regulations, and practices hereinbefore prescribed are changed by agree- 
ment of the interested parties; that the differentials in terms of per- 
centages of all-rail rates hereinbefore prescribed as reasonable minimum 
differentials between all-rail rates and joint barge-rail or rail-barge-rail 
rates be maintained regardless of the level of said all-rail rates until 
the further order of the Commission; and that differentials of specific 
amounts hereinbefore prescribed for barge-rail or rail-barge-rail rates 
shall be increased or reduced in amount proportionate to such increases 
or reductions as may be hereafter applied to all-rail rates on which 
said barge-rail or rail-barge-rail rates are based.”’ 

The changes required to be made in the class rates by the order 
in No. 28300 will generally result in reductions in the all-rail rates in 
the territories in which joint class rates are in effect over through barge- 
rail and rail-barge-rail routes in connection with the three carriers by 
water above named. Such changes will materially affect the relation 
between the all-rail rates and the joint rates referred to, if changes are 
not made in the joint rates so as to maintain the relation provided for 
by the orders in Ex Parte Nos. 96, 99, and 102. The Commission is of 
the opinion, and has authorized me to say, that in connection with the 
ad interim adjustment of the class rates provided for in Docket No. 
28300, and pending final disposition of the issues presented in Docket 
No. 26712, it is desirable that the rail carriers, in cooperation with the 
water carriers, should make the necessary. changes in the joint barge-rail 
and rail-barge-rail rates in connection with the changes to be made in 
the all-rail class rates, so as to maintain substantially the same bases 
of differentials as now exist between them and the present all-rail 
rates. The maintenance of those bases during the interim period, and 
pending final disposition of the issues in Docket No. 26712, will not 
prejudice whatever position the parties may take in presenting their 
contentions and arguments with respect to the ultimate conclusions 
that should be reached in the final disposition of the matter in No. 
26712. 

The Commission is of the opinion that if the question of these 
differentials is dealt with as here outlined extended controversy and 
litigation over them will be avoided, and such disposition will serve the 
best interests of the carriers concerned as well as the public interest. 


The chairman’s letter was addressed to Thomas P. Healy, 
general solicitor, New York Central Lines; Frank W. Gwath- 
mey, representing southern railroads; and Wallace T. Hughes, 
general attorney, Chicago, Rock Island & Pacific Railway. 


Kerr Fourth Section Application 


Asking for fourth section relief to enable participating 
carriers to apply the class rates prescribed under the ad interim 
order in No. 28300 over precisely. the same routes as those over 
which the present rates are applicable, and with the same de- 
gree of circuity, such relief to continue pending the working out 
and making effective of the class rate adjustment required un- 
der the “ultimate findings” in that proceeding, J. G. Kerr has 
filed Fourth Section Application No. 21480 with the Commis- 
sion, the relief to apply from, to and between points in Southern 
Territory. 

Mr. Kerr filed the application as agent for carriers respon- 
dents in No. 28300, and other carriers participating in the trans- 
portation of freight from and to points involved in that pro- 
ceeding, parties to TLTB tariff 44-1, Agent W. S. Curlett’s 
I. C. C. No. A-800; CFATB tariff 450-F, Agent B. T. Jones’ 
I. C. C. No. 3636, and IFATB tariff 15-E, Agent R. G. Raasch’s 
I. C. C. No. 485, each as amended, according as the carriers 
may participate in the rates sought to be established, without 
observing the long-and-short-haul provision of section 4(1) of 
the interstate commerce act. 

“Your applicants urge that relief herein sought be granted 
without circuity restrictions or limitations where the present 
class rates are not so restricted or limited,” said the applica- 
tion. “In this connection, attention is directed to the fact that 
the following orders under authority of which present rates are 
now maintained between a substantial portion of the territory 
here involved are without circuity restrictions or limitations.” 

The orders were listed as follows: 


Fourth Section Order No. 12370, Class Rates Official-Southern Bor- 
der Territory, entered June 13, 1936, in Fourth Section Application 
No. 16368 (J. E. Tilford No. 1083), as amended, granting relief neces- 
sary in establishing and maintaining rates prescribed or approved 
in docket No. 21665, North Carolina Corporation Commission vs. Akron 
C&Y Ry. Co., 213 I. C. C. 259, and docket 26488, East Tennessee Border 
Traffic Association vs. Akron C&Y Ry. Co., 214 I. C. C. 316. 

Fourth Section Order No. 12788, Class Rates, Kentucky-Bristol 
Cases, entered May 17, 1937, in Fourth Section Application No. 16832, 
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as amended, granting relief necessary in establishing and maintaining 
rates prescribed or approved in docket No. 21373, Commonwealth of 
Keutucky vs. Ahnapee & W. Ry. Co., 213 I. C. C. 297 and in Rates 
on nee and Norton Lines of the Norfolk & Western Ry., 192 
a, &; C.: 325. 


“If the Commission, in granting the relief herein sought, 
should deem it proper to amend outstanding orders, then in 
that event certainly no circuity limitations should be added in 
above orders,” the applicants continued. “If Fourth Section 
Order No. 11200, under authority of which rates prescribed or 
approved in docket No. 13494, Southern Class Rate Investiga- 
tion, 100 I. C. C. 513; 109 I. C. C. 300; 113 I. C. C. 200; and 
128 I. C. C. 567, are now maintained is to be further amended 
responsive hereto, such amendment should grant relief to main- 
tain the new class rates over the same routes as are applicable 
in connection with the present class rates. Where the maximum 
circuity limitations presently fixed in Fourth Section Order No. 
11200, as amended, are reflected in circuity mileage tables pub- 
lished in the tariffs carrying the class rates, relief granted here- 
in should permit same number of miles of circuity between the 
same points in connection with rates reduced under the ad in- 
terim order in No. 28300 as in connection with present rates.”’ 

After setting forth the manner in which the mileage cir- 
cuity limitations with respect to rates applicable within the south 
were published, the applicants gave the following examples: 


From Chicago to Atlanta, the route of the C. B. & Q., East St. 
Louis, G. M. & O., Birmingham, thence A. B. & C., distance 1,113 
miles, is open under the present first class rate of 210 cents and 
under authorized fourth section relief. This rate is declared unreason- 


_ able to the extent it exceeds 189 cents, but under the operation 


of the present fourth section relief this route is automatically elim- 
inated because the circuity table provides a maximum distance of 
1,025 miles over which a first class rate of 189 cents may be operated. 

The situation is similar in connection with the illustrated route 
from New York to Nashville. 

Between two points in the south where the direct haul is 500 
miles, circuitous routes not longer than 850 miles (a maximum cir- 
cuity of 70 per cent) may operate the present first class rate of 173 
cents, but when the latter rate is reduced 10 per cent to 156 cents, 
then all routes between these same two points exceeding 700 miles in 
length (a maximum circuity of 40 per cent) are automatically elim- 
inated. 

Clearly, no such results as those here illustrated are intended 
by the ad interim decision and order in No. 28300. 

The present interstate class rates to, from, and between points 
in Southern Territory, when governed by Southern Classification, were 
prescribed by the Commission, except that the scale of rates for 
distances to and including 190 miles are those prescribed in No. 
27900, In the Matter of Class Rates Within the State of North Caro- 
lina, 238 I. C. C. 225, for intrastate application in North Carolina, 
and as factors south of the border when to and from so-called border 
territory, but which were voluntarily extended to apply between all 
points in the south. 

As the class rates prescribed by the ad interim order in No. 28300 
were also Commission made rates, and will take the place of previ- 
ously prescribed class rates when governed by Southern Classification 
(proper) ratings, it necessarily follows that if the existing class rates 
are reasonably compensatory for application over so-called circuitous 
routes (subject to prescribed limitations) then the newly prescribed 
class rates must be reasonably compensatory for application over 
precisely the same circuitous routes from and to the same points. 


After setting forth the nature of the relief desired, the 
application continued: 


There would result a confusing, anomalous and intolerable situa- 
tion should a shipment moving from point A to point B, under ‘‘excep- 
tions’’ rates (the existing or present rates) be applicable over one 
set of routes, or limited as to number of miles of permitted circuity, 
and for a shipment from and to the same points where moving under 
the newly prescribed class rates to be applicable over a different set 
of routes. As long as the two sets of class rates, one governed by 
“‘exceptions’’ and the other by major classification ratings, continue 
in force, then they should logically apply over the same routes. The 
situation under which two different sets of routes are maintained 
would be very difficult where mixed shipments, partly under ‘‘excep- 
tions’’ and partly under ‘‘major classification’ ratings, are involved. 


The applicants said the character of relief requested was 
the same as previously authorized by the Commission under 
29th supplemental Fourth Section Order 11200, entered in re- 
sponse to fourth section application No. 18699, amended, “and 
which covered the extension to all of Southern Territory of the 
class rates for 190 miles and less approved by the Commission 


for intrastate application in North Carolina and to and from 
certain border territory. .. .” 


Ramspeck Hails “Victory” 


A Congressional Record appendix issued August 11 con- 
tained a statement by Representative Ramspeck, of Georgia, 
describing the Commission’s decision in the freight classification 
and class rate cases (No. 28300, Class Rate Investigation, 1939, 
and No. 28310, Consolidated Freight Classification) as a vic- 
tory, though not a complete one, for the House members who 
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constituted a freight-rate equalization group organized in 1939 
with Mr. Ramspeck as chairman. 

“While we have not yet achieved complete victory,” he said, 
“we have taken the first step and the Interstate Commerce 
Commission now holds that under the law as it was amended 
in 1940, it is unlawful to discriminate between regions, districts, 
and territories.” 

Representative Ramspeck recalled that he had introduced 
a resolution directing the Commission to make an investigation 
into the rates on manufactured products between the rate-mak- 
ing territories, and noted that provisions of the resolution had 
been embodied in the transportation act of 1940. (Section 5(b) 
of that act directed the Commission to institute an investigation 
into intraterritorial and interterritorial rail and water rates on 
“manufactured products, agricultural commodities, and raw 
materials.” ) 


He observed, also, that the transportation act of 1940, as 
finally passed, amended section 3 of the interstate commerce 
act so as to include the words “region, district, territory” as 
among areas against which discriminatory freight rates would 
be prohibited. 

“In response to the mandate of the Congress as contained 
in the transportation act of 1940,” he said, “the Interstate Com- 
merce Commission did investigate the rates on manufactured 
products and has rendered a decision holding that the present 
rates, in some respects, do discriminate against certain regions, 
districts, and territories.” 


House Activities Reviewed 


Mr. Ramspeck attached to his statement the text of a letter 
he had sent on January 18, 1939, to House members from north- 
western, west coast, middle western and southern states for the 
purpose of organizing a movement to obtain “a more equitable 
system of freight rates.” 

There was also appended to his statement the text of a 
resolution adopted at the Ramspeck-sponsored organization 
meeting of House members, on January 20, 1939, assailing the 
then existing rail freight rates as unfair to “certain geographic 
sections of our country” and requesting the House interstate 
commerce committee to “hold hearings and to make a search- 
ing study of the interterritorial freight rates and to report 
thereon so that legislation to correct the situation may be con- 
sidered at this session of Congress.” Mr. Ramspeck also listed 
the names of House members, representatives from 26 states, 
who constituted the “freight-rate equalization group.” He re- 
produced a statement he had issued February 2, 1939, announc- 
ing that he had been advised by Chairman Lea, of the House 
interstate commerce committee that hearings on interterritorial 
freight rates would be held by that committee, beginning Feb- 
ruary 28, 1939; an excerpt from a report of the Lea committee 
on its proposed transportation act of 1939, relative to proposed 
correction of “rate differentials” as between classification terri- 
tories; the amendments to section 3 of the interstate commerce 
act as set forth in section 5 of the transportation act of 1940; 
and excerpts from the Commission’s decision in Nos. 28300 and 
28310, including parts of the discussion, in part II of the report, 
of the “history of proceeding and issues,” and of the “general 
conclusions and ultimate findings.” 

“My purpose in inserting this statement in the Congres- 
sional Record,” said Representative Ramspeck, “is only to keep 
the record straight. The decision of the Interstate Commerce 
Commission is directly attributable to the action of Congress 
in, first, amending the basic act and, second, directing the Com- 
mission to make the investigation. 


Wheeler, Lea Commended 


“The decision of the Commission indicates that the com- 
bined efforts of the members of Congress who were interested 
in this matter resulted in the decision recently made. 

“TI wish to make it plain that without the cooperation of the 
distinguished gentleman from California (Mr. Lea), the chair- 
man of the House committee, and the distinguished senator from 
Montana (Mr. Wheeler), chairman of the Senate committee, we 
could not have achieved this victory. Senator Hill, of Alabama, 
and other senators are also entitled to great credit. However, 
Mr. Speaker, I wish to pay particular tribute to the members 
of the House who joined me in this organized effort to equalize 
the freight rates charged throughout the nation... .” 


CONSOLIDATED CLASSIFICATION HEARING OMITTED 


R. C. Fyfe, chairman of the Consolidated Classification 
Committee, has announced that the railroad classification com- 
mittees will omit their usual bi-monthly hearings in September. 
The regular docket of the committee will be issued, however, 
and will be distributed with the Traffic Bulletin. 

“Briefs and exhibits may be submitted as usual,” says 
Chairman Fyfe, and such subjects will be disposed of as can 
be without joint hearings or public hearings.” 































































437 


The September hearings will not be held, said he, “on 
account of existing traveling conditions in addition to continu- 
ance of difficulty in obtaining hotel accommodations.” 


Transport Materials Allocations 


The greater part of the carbon steel requirements for trans- 
portation equipment asked by the Office of Defense Transporta- 
tion for the fourth quarter of 1945 under the controlled ma- 
terials plan have been alloted by the War Production Board, 
the O. D. T. has announced. 

Total allocations of carbon steel for transportation equip- 
ment were 1,470,485 short tons, as compared with stated require- 
ments of 1,648,623 tons, or 89 per cent, it said, continuing: 


All O. D. T. material programs for the fourth quarter of 1945 were 
met by W. P. B. allotments except for new replacement rail and 
track accessories, and property-carrying highway transport equipment. 

H. H. Kelly, director, O. D. T. division of materials and equip- 
ment, called attention to the fact that this is expected to be the final 
allotment under the controlled materials plan which is scheduled to 
terminate as of December 31. This is the 11th quarterly allotment of 
controlled materials, the first having been for the second quarter of 
1943. 

Total stated steel requirements by O. D. T. in the life of the plan, 
including maintenance, repair and operating supplies, have amounted 
to approximately 21,000,000 tons, the largest by any non-military 
agency. Of this total over 17,000,000 tons have been allotted to the 
O. D. T. for United States domestic transportation equipment and 
supplies. 


Carbon steel allotments for the fourth quarter of 1945 for 
the more important transportation items are as follows: 


1. Replacement rail—as in the past O. D. T. asked for full capacity 
of rolling mills for controlled cool rail or 600,000 tons, and also 
288,000 tons for track accessories. In view of other essential require- 
ments including frogs and switches, industrial rail and military needs, 
W. P. B. could assign only 518,000 tons for rail and 249,000 for track 
accessories. Requirements of rapid transit lines for 11,000 tons of 
rail and 3,000 tons of track accessories were met in full. 

2. Railway rolling stock—all requirements were met in full as 
follows: Locomotives 41,500 tons; freight cars 240,000; passenger train 
cars 6,100; railway marine equipment 3,000 tons. To complete allot- 
ments made in the third quarter, 3,635 tons of steel were allotted 
for troop sleepers and kitchen cars. 

3. Highway transport—for passenger carrying equipment all re- 
quirements were met as follows in tons of carbon steel: integral buses, 
13,000; street cars, 950; bus bodies, 6,000; trolley coaches, 300. For 
property-carrying equipment, including trucks, trailers, bodies and 
third axles the O. D. T. made a demand for 248,700 tons; the W. P. B. 
made a conservative allotment of 191,562 tons, but indicated that sup- 
plementary allotments would be made later if required to meet the 
approved production program. Fuil requirements of 155,000 tons of 
carbon steel were met for automotive replacement parts. 

4. Water transport—requirements of 28,000 tons allotted. 

5. Petroleum and other liquid transport—requirements of 438 tons 
allotted to tank trailers. 

6. Allotments for alloy steel, copper and aluminum were in accord 
with the carbon steel base allotment for all programs. 

Production of the programmed 1,200 troop sleepers and 400 troop 
kitchen cars for which most of the needed materials were authorized 
in the third quarter, will be under way in September and is scheduled 
to be completed by the end of the year. 


PAPERBOARD CONTAINERS 


To encourage re-use of secondhand paperboard shipping 
containers and inner lining materials, and at the same time to 
curb inflationary selling practices that have grown up in the 
trade, the Office of Price Administration announces it has made 
several changes in the pricing of these products, effective 
August 18, as follows: 


1. Only one brokerage allowance may be taken on any lot of used 
containers moving in the course of trade from the emptier (the person 
who bought the goods shipped in the container) to the next user. 

2. If a seller does not sort, repair or handle the containers or inner 
packing materials he has for sale, but only orders them consigned from 
the emptier to the next user, he may take a broker’s allowance but no 
other mark-up. This ruling was required to halt the practice of some 
dealers who bought already sorted containers, in good repair, from cer- 
tain ordnance plants for the $3 maximum price applicable to such pur- 
chases, ordered them shipped directly from the ordnance plant to the 
new users, and then charged the $5 per hundred pounds allowed for 
reusable or reconditioned containers sorted by size. 

3. To assist emptiers to re-sell used containers as speedily as pos- 
sible to shipper-suppliers who need the containers for re-use, these 
emptiers are now permitted to charge the top maximum price on such 
sales whether each supplier receives the identical containers he origin- 
ally sent the emptier, or other containers of the same size and specifi- 
cations, 

Heretofore the top maximum price on such sales was reserved for 
instances where emptiers returned to suppliers the same containers they 
had originally received from them, on the assumption that a supplier’s 
own containers were more valuable to him than similar containers 
marked with the labels of other suppliers. It now appears, however, 
that army depots and other emptiers sometimes receive identical ship- 
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ping containers from several suppliers. In such cases the containers Traffic World, Aug. 4, p. 322). The board recommended to the 


need not be segregated for resale to suppliers to take the top price. 

(Amendment No. 1 to Revised Maximum Price Regulation No. 529— 
Second Hand Paperboard Shipping Containers—effective August 18, 
1945.) 


Congress and Transport 


As a result of the surrender of Japan Congress will reconvene 
September 5 instead of October 8 as planned when arrange- 
ments were made for a late summer recess. The adjournment 
resolution adopted by the House and the Senate provided for 
Congress being called back into session before October 8 if 
that were deemed necessary. 

The House interstate and foreign commerce committee, on 
the reconvening of Congress, will consider in executive session 
H. R. 1362, the bill proposing to increase the railroad retire- 
ment and railroad unemployment benefits and to increase the 
taxes of employes and employers subject to the railroad retire- 
ment act. The committee voted to consider the bill after the 
recess. 

Senator Barkley, Senate majority leader, in outlining a 
suggested program for the post-recess session, included Pres- 
ident Truman’s request for authority to reorganize government 
departments and agencies without exception. 

The Senate may act soon on H. R. 694, the land grant rate 
repeal bill effective 90 days after the “date of the cessation of 
hostilities in the war with Japan, as proclaimed by the President 
or declared by concurrent resolution of the two Houses of Con- 
gress, whichever is the earlier. ...” The bill is pending on the 
Senate calendar. If the Senate passes the bill as reported by 
the interstate commerce committee, concurrence of the House 
in the amendment relating to the effective date would be neces- 
sary before the measure could be sent to the President for 
action by him on it. If the bill reaches the White House, it is 
expected the President will sign it. 

Other legislative proposals on which action may be taken 
soon are S. Res. 161, the resolution authorizing a transportation 
investigation by the Senate interstate commerce committee, 
favorably reported to the Senate, and the Lea resolution, pend- 
ing before the House rules committee, providing for a transpor- 
tation investigation by the House committee on interstate and 
foreign commerce. 

Both the Senate and the House have before them the 
federal-aid airport bills authorizing expenditure of large sums 
of money for airports. 


HOUSE TRANSPORTATION INQUIRY 


Chairman Lea, of the House committee on interstate and 
foreign commerce, has begun the mailing of the suggested 
topics as to which the subcommittee on transportation is seek- 
ing comment in its “national transportation inquiry” (see Traf- 
fic World, Aug. 4, p. 310). He has asked those who propose to 
respond to the subcommittee’s request for comment to submit 
their statements not later than November 15. 


“NON-OP” RAIL UNIONS DEMANDS 


Officials of the nation’s 15 non-operating railway unions, 
representing over one million workers, are discussing new wage 
demands which may be made on the railroads, but no decision 
has been reached yet as to the nature of the demands, union 

. Officials said this week. 

Both the unions and the railroads take it for granted that 
the non-operating brotherhoods will follow the lead of the 
“Big Five” operating brotherhoods, which in July presented 
demands to the nation’s railroads for wage increases of 25 per 
cent and more, and for numerous changes in working condi- 
tions (see Traffic World, August 4, p. 321). 

One of the non-operating unions, the Brotherhood of Mainte- 
nance of Way Employes, has already served new demands. 
Feeling that the conditions under which its members worked 
were inferior to that enjoyed by other railroad labor organiza- 
tions, the B. of M. W. E. on June 25 asked for a minimum 
hourly wage of 75 cents and various changes in working rules. 


STRIKE CALL ON ILLINOIS CENTRAL 


A systemwide strike of 1,800 firemen and enginemen on 
the Illinois Central Railroad has been called for August 24 by 
the Brotherhood of Locomotive Firemen and Enginemen, as 
the result of a jurisdictional dispute between that organization 
and the Brotherhood of Locomtive Engineers. The strike would 
affect the I. C. railroad from Chicago to Omaha and to New 
Orleans, and would also involve employes of the Yazoo & Mis- 
sissippi Valley Railroad. 

A grievance committee of the B. of L. F. and E. has re- 
jected the findings and recommendations of a_ presidential 
emergency board, set up under the National Railway Act, 
which reported its findings to President Truman July 25 (see 


two brotherhoods that they agree to create “a private agency 
empowered to dispose of such cases.” 

Officials of the railroad said they were appealing to Pres- 
ident Truman to intervene. There is no dispute between the 
railroad and the brotherhoods. The strike, if called, would not 
involve wages or working conditions, but would only involve 
the question as to which brotherhood should have jurisdiction 
over certain employes. 


D. L. & W. LABOR DISPUTE 


Chairman Schwartz, of the National Railway Labor Panel, 
has appointed a board composed of Herbert B. Rudolph, Ernest 
M. Tipton and Norman J. Ware to investigate and report on a 
dispute between employes represented by the Utility Workers 
Organizing Committee, C. I. O., and the Delaware, Lackawanna 
& Western. 


CHICAGO TRUCK LABOR DEMANDS 


Following a hearing conducted in Washington August 9 
by the War Labor Board, the Cartage Exchange of Chicago 
and the Illinois Motor Truck Operators’ Association have noti- 
fied their members to pay immediately the 8 cents hourly 
increase granted to the Chicago drivers’ unions June 13 by 
the W. L. B. Officials of both the independent Chicago Truck 
Drivers’ Union Local 705 and the International Brotherhood 
of Teamsters’ Union Local 705, who also attended the Washing- 
ton hearing, said this week that the employers are paying the 8 
cents increase. 

The independent Local 705 will present a new contract 
to employers next week, embodying demands for a $3-$6 weekly 
wage increase for hauling loads over 10 tons (see Traffic World, 
August 11, p. 378). 

Chicago’s public and private motor carriers, which on 
May 23 were taken over by the Office of Defense Transporta- 
tion at the direction of President Truman, were returned to 
private operation at 12:01 a. m., August 16. The truck lines 
were taken over by the government during the May strike. 

The Office of Economic Stabilization and the War Labor 
Board, both of whom approved the $4.08 weekly wage increase 
for a 51-hour week granted the Chicago drivers, have not yet 
announced their decision as regards a possible revision of the 
“in lieu of” policy pursued in the nation’s trucking industry. 





RAIL EMPLOYMENT 

Employes of Class I steam railways, excluding switching 
and terminal companies, totaled 1,451,200 at the middle of July, 
an increase of fifty-eight-one-hundredths of one per cent over 
July, 1944, and a decrease of seventeen-one-hundredths of one 
per cent as compared with June of this year, according to a 
rail employment compilation based on preliminary reports, 
prepared by the Commission’s Bureau of Transport Economics 
and Statistics. The July, 1945, employment was reported as 
follows: 

Executives, officials, and staff assistants, 14,997; profes- 
sional, clerical, and general, 234,820; maintenance of way and 
structures, 320,391; maintenance of equipment and _ stores, 
390,604; transportation (other than train, engine, and yard), 
172,322; transportation (yardmasters, switchtenders, and host- 
lers), 18,337; and transportation (train and engine service), 
299,729. 


ROCK ISLAND LIGHTWEIGHT FREIGHT CARS 

The Rock Island Lines this week is acquiring five light- 
weight high-speed freight cars built of the same alloy as that 
used in B-29 bombers. Following an exhibition of the new 
equipment August 15 at St. Louis, the cars will be placed in 
service. 


RETURN OF T. P. & W. 


Federal Judge Walter J. LaBuy, Chicago, has issued an 
order granting the motion of the Toledo, Peoria & Western 
Railroad, in its suit to force the return of the railroad proper- 
ties to the corporation by the federal government, for an ex- 
tension of time to September 1 to file a responsive pleading to 
the answer of the defendants. 

Judge LaBuy also ordered the defendants to file a brief by 
October 1 upon their motion for judgment. The plaintiff is to 
file its brief by November 1, and the defendants are to file 
their reply brief by November 20, after which oral argument 
will be set. 

George P. McNair, Jr., president of the railroad, has stated 
that, while he desires the return of the railroad, he insists that 
if the road is returned, he will operate it “in an efficient and 
businesslike manner and under employe conditions that will be 
ag Fy equitable to all concerned” (see Traffic World, July 7, 
p. 3 
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August 18, 1945 


Georgia Rate Complaint 


The Association of American Railroads is characterized as 
the “supreme authority in the hierarchy of private rate-fixing 
agencies” and is accused of maintaining “complete and arbitrary 
domination and control over all freight rates’ in the bill of 
particulars the state of Georgia filed August 14 in the Supreme 
Court of the United States in No. 11, Original. The State of 
Georgia vs. Pennsylvania Railroad Co., et al., the proceeding 
in which Georgia alleges a railroad rate-making conspiracy 
in violation of the anti-trust laws. 

On motion of defendants seeking a bill of particulars, the 
Supreme Court, June 18, required Georgia to file such a bill 
by August 15. Defendants have until October 1 to answer 
the complaint (see Traffic World, June 23, p. 1659). The court 
granted the motion for a bill of particulars but did not require 
Georgia to file as complete a bill of particulars as was requested 
by defendants. 

Georgia alleges in its bill of particulars that the acts com- 
plained of in the amended complaint began in or about the 
year 1932 and “have continued to the present, although the 
origin of the alleged illegal combination had its inception many 
years prior to this date, the exact date being unknown to com- 
plainant.” It alleges that in carrying out their unlawful con- 
spiracy in restraint of trade and commerce, all defendants, 
jointly and severally, employ some sixty rate bureaus, com- 
mittees, conferences, associations, and other private rate-fixing 
om. the names of the bureaus, etc., being listed in the 
bill. 

“Tt is the object and purpose of this illegal combination,” 
says the bill, “by and through the rate-fixing agencies above 
described, to dominate and control all freight rates by prevent- 
ing individual carriers from initiating competitive freight rates 
in accordance with the provisions of the interstate commerce 
act, to, from or within the state of Georgia and by preventing 
individual carriers engaged in transporting freight to, from 
or within the state of Georgia from protesting to the Inter- 
state Commerce Commission, pursuant to the provisions of the 
interstate commerce act, against rates inequitable to the state 
of Georgia. As a direct result of this illegal domination and 
control Georgia is necessarily prevented from enjoying com- 
petitive rates.” 

In pursuance of this unlawful purpose, it is alleged, to 
dominate and control freight rates, all defendants have en- 
gaged in a continuing combination and concert of action among 
themselves. Georgia here sets forth a number of paragraphs 
containing allegations of coercion and restraint with respect to 
rates to, from or within the state of Georgia. 


To fortify and perpetuate its rate domination and control, 
the Association of American Railroads, it is alleged, coordinates 
and supervises the activities of all of the private rate-fixing 
agencies “and constitutes the ultimate sanction compelling 
compliance on the part of individual carriers with the decisions, 
articles of organization, resolutions, rules and regulations of 
such agencies.” 

It is charged that the articles, resolutions, rules and regu- 
lations of the private rate-fixing agencies provide various modes 
of appeal from decisions at various levels “in the hierarchy of 
private rate-fixing agencies in such fashion that such decisions 
are subject to review and protest within the agencies in pur- 
suance of a paramount conspiratorial objective.” 

“But this private system of judicature, including provisions 
for limited reviews, culminates in the Association of American 
Railroads, the plan of organization, rules, regulations, and 
resolutions of which provide that the board of directors of such 
association shall be the ultimate arbiter in all controversies 
between members of the association,” it is asserted. 


Rate Resolution Cited 


Among other rules and regulations, it is averred, the 
A. A. R. has promulgated a resolution, dated May 17, 1935, 
providing that no rail carrier will ask the Commission to 
suspend rates of another rail carrier until representatives of 
both parties shall have first conferred with the representatives 
of the Association of American Railroads, and that where one 
group of lines knows of contemplated publication of rates by 
another group “believed to be harmful to it,” there must be 








a conference with the representatives of the A. A. R. in advance 
of filing such tariffs. 

“As a result of the means and methods adopted to effec- 
tuate the unlawful purposes of the conspiracy, without the 
sanction of the interstate commerce act and in violation of the 
anti-trust laws, a private government has been established for 
the railroad industry,” it is averred. 

“An organization, a process of administration, a system of 
police—all unknown to the law—has been endowed with a 
power of self-regulation comparable to the government,” the 
bill continues. “Every defendant railroad, as a practical matter, 
must have membership in the Association of American Rail- 
roads. Every member of the association, as a condition of mem- 
bership, agrees to submit to control by the association and, in 
all its rate activities, to conform to the procedures and to employ 
the hierarchy of bureaus established by concert of action. To 
accept and to maintain its membership, the individual railroad 
must, in respect to all that has to do with rate making, sur- 
render its liberty of action. It thus surrenders to the govern- 
ment of the industry all the privileges in respect to the initia- 
tion and revision of its rates and all the privileges in respect 
of protesting to the Commission against rates proposed by 
other carriers, all being privileges accorded it by the interstate 
commerce act. It surrenders even the right to complain to the 
Interstate Commerce Commission against the rates of other 
carriers and against a veto imposed on its proposals some- 
where within the hierarchy of controls. It is thus, through a 
private rate-making process unknown to the law, that a decision 
is made as to what rate changes are to be filed with, and 
what are to be withheld from, the official regulatory authority. 
Such concert of action, constituting an unlawful conspiracy in 
restraint of trade, interferes with and disrupts the regulatory 
scheme established by Congress. Such conspiracy restrains, 
prevents and hinders the initiation and maintenance of rates 
which are just and reasonable and leaves the interests of the 
state and the people of Georgia without the protection the law 
was designed to afford them. 

“The defendants, in creating and employing the process 
of rate determination set forth above, wilfully violated the anti- 
trust laws and flouted the procedures provided for in the inter- 
state commerce act. The hierarchy of rate bureaus was so 
arranged, and was intended to be so arranged, as to give rate- 
making power into the hands of the northern carriers and to 
afford a relative advantage to the shippers and to the economic 
interests in Official Territory, and to discriminate against the 
state of Georgia, its ports and people and the other states in 
the Southern Territory. The hierarchy of rate bureaus was so 
arranged, and was intended to be so arranged, as to take 
away or impair the power of individual carriers or of connect- 
ing carriers, acting independently and in competition, to propose 
single or joint rates to the Interstate Commerce Commission 
and to protest to the Commission against rates proposed by 
other carriers, and thus to deny to the state and the people 
of Georgia the use of due process established by law through 
which its interests were to be served in the making of rates. 
The defendants wilfully and in full knowledge of the conse- 
quences of their acts, organized and utilized a system of rate- 
making by which power over rates was lodged with the con- 
spirators and rates fixed by them were intended to serve, and 
did serve, these paramount interests of the conspiracy to the 
injury and detriment of the economy of Georgia.” 


Alleged Mechanism of Coercion 


Georgia alleges that all the defendants have actually pre- 
vented competition in both intraterritorial and interterritorial 
rates. It says that its complaint refers to all rates and pro- 
posed rates which, according to the terms of the conspiracy 
are submitted to any of the private rate-fixing agencies for 
approval, disapproval, or modification. 

“The principal power employed by the northern defendants 
to perpetuate their domination and control of freight rates to, 
from or within the state of Georgia inheres in their control 
of transportation to the consuming markets of the north and 
in their consequent plenary power to refuse to join in any 
interterritorial rate which fails to advance the purposes of the 
northern conspirators. This plenary power is implemented, 
among others, by two principal mechanisms: 

“(a) Any controversy arising out of a failure to adjust 
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to the satisfaction of the northern defendants any rate dispute 
affecting the carriage of freight between Georgia and the north 
may be referred to the Joint Conference of Contact Committees. 
In this conference, there are seven votes, one of which is con- 
trolled by the railroads operating in Southern Territory, four 
of which are controlled by railroads operating in northern ter- 
ritory, and two of which are controlled by railroads operating in 
Western Territory. In this conference the north has absolute 
power to coerce decisions affecting rates to, from and within 
the state of Georgia in whatever fashion the conspirators de- 
termine; and 

“(b) The private rate-fixing machinery further provides 
for an appeal to the Association of American Railroads in the 
event that some one or more of the interested carriers should 
desire to take such a course. Here, again, the voting privileges 
are so distributed that Georgia and the south are completely 
dominated by the defendants in the north. The articles of Asso- 
ciation of American Railroads provide that a majority vote of 
the board of directors is required for decisions. Any member 
of the board, however, may declare a question controversial, 
in which case a vote of three-fourths of the board is necessary 
for a decision. Of 18 votes on the board of directors, only four, 
less than one-fourth, are controlled by the south, although the 
rate may be applicable within Georgia alone. 


“The defendant members of the association have further 
agreed that. in any controversy over which the board of di- 
rectors has assumed jurisdiction and which it has decided by 
the affirmative vote of three-fourths or more of its members, 
they will accept and carry out such decisions or, within 20 days, 
institute arbitration proceedings. 


“The articles of association further provide that the Asso- 
ciation of American Railroads shall establish the practice and 
procedure, and determine the admissibility of evidence, in such 
arbitration proceedings. The award made by the arbitrators 
‘shall be conclusive and binding upon the parties to the con- 
troversy.’”’ 


Rates Covered by Complaint 


Georgia said that its amended complaint had reference to 
all domestic rail, rail-water, water-rail, and import and export 
rail rates and proposed rates to and from the ports of Georgia 
which are submitted to any of the private rate-fixing agencies 
for approval, disapproval, or modification prior to the time such 
rates are filed with the Commission. A similar statement was 
made with respect to commodity rates, interterritorial, joint 
interterritorial and intraterritorial rates. It stated that the 
amended complaint had reference only to the alleged con- 
spiracy to fix rates, to prevent changes in rates, to suppress 
proposed rates and to establish a machinery for controlling 
and manipulating action affecting rates by coercing railroads 
into obtaining the approval of the private rate-fixing agencies 
before taking any steps to make new rates, to modify, alter or 
change existing rates, or to take any other action affecting 
rates. : 

The bill of particulars was signed by Ellis Arnall, governor 
of Georgia; T. Grady Head, attorney general; Marshall L. 
Allison and Claude Shaw, assistant attorneys general of Georgia; 
and Edgar Watkins, deputy assistant attorney general of 
Georgia. 


Motor Rights Exchange Suit 


Declaring they were put to the necessity of guessing the 
grounds on which the Commission refused to approve their ap- 
plications for an exchange of operating rights, two Virginia 
motor carriers have filed a suit in the federal court for the Dis- 
trict of Columbia asking that the Commission’s orders in MC-FC 
20350, and MC-FC 20351 be set aside. 

The plaintiffs are J. M. Stearn, of Harrisonburg, Va., and 
Dan Hartman, doing business as Harrisonburg Motor Express, 
also of Harrisonburg. They allege that, although the involved 
rights had been under lease since November, 1943, and the 
lease extended by the Commission several times, it had denied 
their applications for the exchange of rights without a written 
opinion, and had denied their petitions for reconsideration, again 
without a written opinion. 

The complaint is devoted to setting forth the fact that, un- 
der the proposed agreement, J. M. Stearn would transfer certain 
of his rights to Dan Hartman, and that Hartman would transfer 
the right to transport poultry and eggs from all of Rockingham 
county, Va. (Stearn now having right to originated traffic at 
only three points in the county), and permit Stearn to deliver 
poultry and eggs to the additional point of New York, N. Y. 
Hartman, according to the complaint, would continue to oper- 
ate over the same route between York, Pa., and Philadelphia and 
New York, but would be carrying commodities other than poul- 
try and eggs. 


TRAFFIC WORLD 


The complainants said that, in their effort to “guess” why 
the Commission had refused to approve the applications, they 
had concluded the denial was based on H. P. Welch Co.—Pur- 
chase—E. J. Scannell, Inc., 25 M. C. C. 558, wherein, they said, 
the purchase proposed to sell a certain regular route and at the 
same time reserve the right to operate along the same highway, 
but without rendering any service thereon. That case was not 
controlling of the present case, they said, adding that the de- 
nial in respect to them was contrary to decisions of the Com- 
mission in similar cases involving use of the same highway by 
different carriers in the transportation of different commodi- 
ties. They cited Yellow Cab Transit Co.—Purchase—Ernest E. 
Ethington, 37 M. C. C. 20; Fay V. Watson et al.—Control— 
Watson Bros. Transportation Co., Inc.—Purchase—Dwight 
Weinland, 40 M. C. C. 93; and mimeographed report of April 13 
in MC-FC 2547, R. W. Lee et al.—Control; Lee Way Motor 
Freight, Inc-—Purchase—The Ark Transportation Lines, Inc. 

“Plaintiffs realize that the cases cited next above do not 
ordinarily constitute. pleading, but in a case such as this in 
which the defendant Commission issued no written opinion plain- 
tiffs are forced to speculate on the reasons for the said Commis- 
sion’s refusing to approve the transactions involved,” they said. 

The case was docketed as civil No. 30126; J. M. Stearn, 
Dan Hartman, vs. The United States of America and the Inter- 
state Commerce Commission. 


RAIL GRAIN LOADINGS 


Railroad carloadings of grain and grain products in the 
United States for the first 31 weeks of 1945, totalled 1,564,102 
as compared with 1,498,489 for the first 31 weeks of 1944, an 
increase of 65,613 cars or 4.4 per cent, the Office of Defense 
Transportation has announced. 

The number of carloads of grain and grain products 
shipped in the week ended August 4 was 63,651 as compared 
with 52,299 for the same week in 1944, an increase of* 11,352 
cars or 21.7 per cent, it said, adding: 

“In the western districts grain loadings for the week ended 
August 4 were 41,956 cars, an increase of 5,579 cars, or 15.3 
per cent over the corresponding week of 1944. Western dis- 
tricts carloadings for the first 31 weeks of 1945 were 1,062,332 
as compared with 1,014,047 for the same period of 1944—an 
increase of 48,285 cars or 4.8 per cent. 


FREIGHT CAR REPORT 


U. S. railroads reported a daily average surplus of 6,232 
freight cars, and a daily average shortage of 7,360 freight cars, 
for the week ended August 4, according to the car service 
division of the Association of American Railroads. 

The surplus was made up as follows: Plain box, 1,941; 
auto box, 29; flat, 191; gondola, 960; hopper, 380; and miscel- 
laneous, 2,731. 

The shortage was made up as follows: Plain box, 5,916; 
auto box, 324; flat, 213; gondola, 481; hopper, 363, and mis- 
cellaneous, 63. 


REVENUE FREIGHT LOADING 


On account of delays in reports incident to the termination 
of the war, the Association of American Railroads said August 
17 that its revenue freight loading figures for the week ended 
August 11 would be delayed. 


Average Tons a Car 


Based on reports compiled by the Commission showing the 
average loading of carload freight of various commodities, the 
car service division of the Association of American Railroads 
has prepared a summary of the figures by commodities for 
1944 compared with ten previous years and a statement show- 
ing for each commodity the number of cars and tons originated 
and a comparison of the average tons a car in 1944 and 1943. 

W. C. Kendall, A. A. R. car service division chairman, 
said the summary for 1944, showing an average of 40.3 tons 
a car for all commodities, indicated a loss of seven-tenths of 
one ton a car for all commodities compared with the peak figure 
of 41 tons reached in 1943. By groups of commodities the fig- 
ures for 1944 and 1943, respectively, follow: Products of agri- 
culture, 32.9 and 34.1; animals and products, 15.5 and 15.4; 
products of mines, 55.2 and 54.8; products of forests, 34.5 and 
34.5; and manufactures and miscellaneous, 31.2 and 31.4. 

For all commodities the study showed the following aver- 
ages in the years stated: 1942, 40.1; 1941, 38.2; 1940, 37.7; 1939, 
36.8; 1938, 35.8; 1937, 36.7; 1936, 36.3; 1932, 34.9, and 1929, 35.4. 


Appeals for Post-War Heavy Loading 
Comparison of individual commodities, said Chairman Ken- 
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dall, showed that the greatest loss in average loading occurred 
in heavy construction materials. Continuing, he said: 


The most serious loss was in cement, 5.87 tons on each of 320,918 
cars. However, the details herein are not entirely discouraging, since 
out of 145 individual items 51 show increases and 13 show no change. 
There are 81 items showing decreases. 

Any drop in the average car load is reflected in a proportionate 
increase in the number of cars required to handle the traffic. The 
loss of even .7 of a ton, compared with the higher loading obtained 
in 1943, meant that the 1944 traffic required the loading of. 662,719 
more carloads. Using the 1944 national turn-around time of 14.34 days 
per car, this shows that 26,037 cars were used exclusively to handle 
this ‘‘overflow’’ freight. This equals 64.5 per cent of all new cars 
built by all railroads in 1944. Thus, only a little more than one-third 
of these new cars were available for the increased traffic demands. 
While this computation is in some measure speculative, it does clearly 
demonstrate the extreme importance, from the standpoint of car supply, 
of the heaviest practicable loading of all commodities. 

The end to war-time controls of commodity loading will follow 
the conclusion of the conflict with Japan. Consideration should be 
given, by the railroads and by shippers, to the mutual advantage of 
measures that might be found practicable to insure continuance to 
the largest possible extent of the high levels of commodity loading 
obtained in the war period. By no means all of this good record is 
due to the beneficial operation of General Order O. D. T. 18-A. A very 
substantial increase in average loading occurred before the order 
became effective. This was due to the spontaneous and voluntary 
response of shippers and receivers to the knowledge that increased 
loading per car was a necessary recourse in the face of mounting 
volume of traffic and severe restrictions on any expansion of the car 
supply. What can be done voluntarily during the war can be done 
voluntarily thereafter, provided there continues to exist mutuality 
of advantage in such a policy. 


This subject deserves the serious attention of railroad officers and 
the members of Shippers Advisory Boards. 


Transport Statistics Comment 


In addition to the usual revenue and traffic statistics, the 
Monthly Comment on Transportation Statistics, dated August 6, 
compiled by the Commission’s Bureau of Transport Economics 
and Statistics, and made public as information by the Commis- 
sion, contains a study of rail passenger car use in the war years, 
a comparison of coal and diesel-electric locomotives in opera- 
tion, a statement of changes in railway income available for 
fixed charges and in fixed charges through the first five months 
of 1940-45, a forecast of revenue freight to January, 1946, a 
review of private line freight cars, and a brief summary of the 
recent study published by the bureau dealing with motor car- 
rier divisions of revenue. 

“The intensive use of passenger cars (coach, combination 
coach, and sleeping and parlor cars) on Class I steam railways 
in the war years is indicated by large increases in the average 
number of passengers occupying cars in comparison with the 
average for the year 1939,” said the Bureau. 

In 1939, it said, the number of passengers a coach in the 
eastern district, “that region of heavy commutation traffic,” 
was considerably higher than in the other districts and had 
increased relatively less since then. The 1944 levels between 
districts did not vary greatly it said, adding that coach pas- 
senger traffic in the south and west had risen from a much 
lower pre-war density to about the same average number of 
passengers a car as in the east. In the latter district, the bureau 
said, coaches, including those used in commutation traffic, would 
carry between 8 and 10 per cent more passengers than in the 
rest of the country. It continued by saying that sleeping and 
parlor car occupancy had more than doubled in five years, the 
— being somewhat more in the south than in other dis- 

ricts. 

After discussing a seasonal decline in occupancy in all dis- 
tricts for the first four months of 1945, the bureau said that 
“whether or not with present restrictions on civilian travel, the 
redeployment movement of troops will carry the average pas- 
sengers per car above the peak month averages reached in 
1943 and 1944, it is impossible to do more than guess at the 
present time. The presumption would seem to be in the af- 
firmative, although there is some possibility that it will not do 
so, at least in all three districts simultaneously.” 


Diesel Power Increase 


“Without intending to imply that there is a connection be- 
tween the two sets of figures, it is nonetheless the fact that the 
Sharp increase, both absolute and relative, in diesel motive 
power during the last five years has coincided with more or 
less correspondingly abrupt increases in the cost of locomotive 
coal,” said the bureau. 

A table set forth in the comment showed the average cost 
a ton of coal consumed as locomotive fuel, including handling 
charges, increasing from $2.45 in 1940 to $3.33 in 1944, with 
steam locomotives falling from 40,041 in 1940 to 39,681 in 1944, 
electric locomotives increasing slightly from 858 to 863, and 
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diesel-electric locomotives increasing from 797 in 1940 to 3,022 
in 1944, or from 1.91 per cent of all locomotives in the earlier 
year to 6.93 per cent in the latest year. 

The bureau said a table reproduced in the comment in- 
dicated that, in 1944, the total service units produced by diesel 
locomotive units would have required something in excess of 
12.4 million tons of coal (based on the average quantity of coal 
consumed per unit of service in that year) if the equivalent 
service in that year had been performed by coal-burning units. 
This, it said, was equivalent to about 10 per cent of the 
123,676,000 tons of coal consumed by locomotives in 1944, and 
to 9.1 per cent of the estimated 136,152,000 tons that would 
theoretically have been consumed if the units of service pro- 
duced by the diesels had been produced by coal-burning units. 

“In the first four months of 1945 as compared with the 
same period in 1944, the diesel-electric production of gross ton- 
miles of cars, contents, cabooses and yard switching hours in- 
creased sharply and diesel-electric passenger car-miles, mod- 
erately,” said the bureau. ‘ 

Even if the percentages of increase of diesel-electric service 
units did not rise further, as they might, but only maintained 
those relationships throughout the year, said the bureau, the 
tons of coal required to produce the corresponding number of 
service units by coal-burning steam locomotives would show 
an increase in 1945 of 45.7 per cent over 1944, based on average 
consumption. The figures for the first four months of 1945, 
therefore, would indicate an increase of upwards of 5.7 million 
tons for the full year 1945 over the 12,475,926 tons of coal 
required to produce the service units of diesel-electrics in 1944, 
or roughly 18 million tons in 1945, at the average rates of coal 
consumption reported for coal-burning units in the two years, 
the bureau said. 

“In the first four months of 1945 the Class I line-haul and 
switching and terminal railways consumed 41,271,929 tons of 
coal as locomotive fuel,” it continued. “The coal consumption 
to produce the equivalent diesel-electric service units by coal- 
burning locomotives in the same period was 5.47 million tons. 
The latter figure is 13.3 per cent of the total coal consumed 
and 11.7 per cent of the theoretical consumption of 46,742,631 
tons had the diesel-electric service units been produced by coal- 
burning locomotives against the average rate of consumption.” 


Fixed Charges 


In the five-month periods ended with May in 1940-1945, 
said the bureau, the income of Class I steam railways available 
for fixed charges increased sharply by 59.9 per cent in 1941 
over the same period of 1940, ‘with further substantial in- 
creases of 24.2 per cent in 1942 and 37.0 per cent in 1943,” while 
the amount of fixed charges varied but slightly in the 1941, 
1942, and 1943 periods. It continued: 


The ratio of income to fixed charges rose from 0.97 in 1940 to 2.56 
in 1943. However, in 1944 the available income was 22.6 per cent less 
than in 1943 but the fixed charges also declined by 7.9 per cent, with 
a resulting ratio of 2.15. The 1945 period ratio was 2.23, or slightly 
higher than that of 1944 despite a drop of 1.7 per cent in available 
income. Fixed charges, however, again declined by 5.1 per cent. A 
comparison of the 1945 period returns with those of 1940 shows an 
increase of 107.0 per cent in income available for fixed charges and a 
decline of 9.8 per cent in the amount of fixed charges, primarily as 
the result of a decrease of about $31 million in fixed interest charges. 


Freight Traffic Forecast 


“The traffic forecast for August, 1945, indicates a decrease 
under August last of 1.7 per cent in loadings of carload freight 
and a 2.5 per cent increase in less-than-carload loadings,” said 
the bureau. “Decreases are predicted in coal, forest products, 
ore and petroleum products, and increases in grain and products, 
livestock, coke, and miscellaneous other than petroleum prod- 
ucts. For all carloadings, the expected decrease in August 
this year under last year is 1.2 per cent.” 

The average weekly carloadings of all commodities, based 
on the last four weeks of July, 1945, were 844,567, a decrease 
of 2.4 per cent under the carloadings in the corresponding 1944 
period, it said, and continued: 


All revenue carloadings are expected to average 883,900 cars per 
week during the four weeks ending August 25, 1945. The expected 
level is 39,300 cars higher than average loadings in the four weeks 
ended July 28, which, of course, included the Independence Day holiday. 
However, the August estimate is 11,000 cars, or 1.2 per cent, under 
average carloadings in August 1944. Merchandise less-carload freight 
is expected to average 109,500 cars weekly, well above current levels, 
and also 2,700 cars, or 2.5 per cent, higher than similar loadings in 
the same period last year. Shipments of carload freight are estimated 
at 774,400 cars weekly, an increase of 4.2 per cent over the current 
level of 743,189 cars, but a decrease of 13,700 cars, or 1.7 per cent, from 
average weekly loadings in August 1944. Decreases in shipments of 
revenue coal, forest products, and ore are sufficient to account for the 
anticipated decrease, while decreases in petroleum and petroleum 
products shipped in tank cars should balance increases in all other 
commodities. 


Loadings of carload freight in Eastern district are expected to be 



















































































































442 








0.8 per cent higher than in August last year, while all other districts 
should show decreases ranging from 0.6 per cent in Southern and 
Central-western to 6.3 per cent in Southwestern district. Loadings of 
miscellaneous freight, other than petroleum in tank cars, coke, live- 
stock, and grain and grain products are expected to be greater than 
last year, in degrees ranging from 0.7 to 9.3 per cent. Coal loadings 
should be down by 1.7 per cent, forest products and ore by 8.7 and 
8.2 per cent, respectively, and petroleum and petroleum products shipped 
in tank cars by 14.3 per cent. Requirements for box, refrigerator, and 
stock cars should be 1.3, 1.1, and 2.3 per cent over August 1944, while 
loadings of other types of equipment should be under last year by 
percentages ranging from 0.8 for gondolas to 12.5 for tank cars. 

On the west coast, originating carload freight is expected to 
increase from June somewhat more, relatively, than between June and 
August 1944. Terminations, on the other hand, will show either no 
change or decreases from June, rather than the increases of last year. 
Local traffic is down from June, while traffic to and from the area 
is expected to be greater. Traffic from east of the’ Mississippi River to 
the three west coast states should average 1,400 cars more per week 
in August than in June, while traffic from west of the Mississippi 
will be 1,000 cars less per week. 

In the second half of 1945, revenue loadings of carload freight 
are expected to total 19,116,776 cars, a decrease of 300,300 cars, or 1.5 
per cent, from similar loadings in 1944. This estimate is somewhat 
lower than that made last month. Loadings of grain and grain products, 
livestock, and coke are expected to be somewhat higher than last 
year, while the largest decreases in terms of cars should appear in 
shipments of petroleum and products in tank cars and ore. 


The comment contains a full-page table showing the fore- 
cast of average weekly revenue carload shipments, August, 1945- 
January, 1946, estimated and July, 1944-January, 1945 
actual, the aforementioned estimated figures having been taken 
from that table. 


Private Line Freight Cars 


After reviewing the figures contained in Commission reports 
on privately owned cars, the bureau observed that, from 1924 
to 1939, the railroad-owned cars had decreased relatively though 
moderately, but that since that date there were some indica- 
tions of a reversal of this, although, it added, “it is too early 
to more than guess as to whether this is anything more than a 
halt in the longer term trend.” The least number of private 
cars reported by the Car Institute was 187,000 in 1920, the 
first year for which this information was reported, said the 
bureau, adding that the greatest number of such cars was 
323,323 in 1932. On the other hand, it continued, the least 
number of railroad-owned cars since 1919 was 1,680,519 in 1939, 
and the greatest, 2,414,083 in 1925. 


Rail Transport Situation 


With the exception of tank car supply, as to which the sit- 
uation is reported as “easy,” the freight car supply is “tight,” 
according to the mothly report for August prepared by W. C. 
Kendall, chairman of the car service division of the Association 
of American Railroads. 

“For the first time since April, 1944, the number of troops 
handled under main numbers during July exceeded one million 
men,” said Chairman Kendall, the reference being to organized 
troop movements scheduled by the War Department. 

Such movements were continuing heavy and, Chairman 
Kendall added, “due to a change in War Department plans this 
month will also go far beyond their original forecast.” 

“While the redeployment of the naval forces has not started 
in an appreciable volume, this service is now laying the ground 
work for the return of their man and within a very short time, 
the railroads will be called upon to handle this program, which 
will be set up on a basis somewhat similar to the present re- 
deployment of the army,” said he. 


Export Freight 


Mr. Kendall’s report, beginning with the export freight sit- 
uation, continued, in the main, as follows: 


During the month of July total unloading of export and coastal 
freight at U. S. ports was 183,451 cars, or an average of 5,918 cars per 
calendar day. This compares with 6,293 in June and 6,563 in May. 
Exports through North Atlantic ports decreased 19 per cent, increased 
73 per cent at South Atlantic and Gulf ports and 44 per cent at Pacific 
Coast ports. The net increase for July, 1945, vs. 1944 was 11 per cent. 

The situation at the ports continues very satisfactory. On August 3 
there was a total of 20,637 cars of export freight on wheels and 3,608 
cars in railroad storage, a total of 24,245 cars. This is a bank of 3.5 
days’ supply on wheels, and a bank of 4.1 days’ supply as a total. 

Refrigerator Cars 

Refrigerator car loadings continue heavy and for the past seven 
weeks have exceeded those for the corresponding weeks during 1944. 
The car supply has been adequate in all areas except in northern and 
central California where shortages have been reported since the latter 
part of July. Refrigerator car loadings in the nation as a whole total 
229,884 cars from June 9, 1945, to July 28, 1945, compared with 215,796 
ears for the corresponding period last year, an increase of 14,088 cars 
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or 6.6 per cent. To July 28, there had been 48,325 cars of potatoes 
shipped from the early potato producing states compared with 43,195 
during the corresponding period in 1944. The movement has also started 
in volume from Colorado, New Jersey and Long Island. The tendency 
on the part of some of the shippers in the west and Pacific northwest 
to ship potatoes earlier than usual has increased the difficulty in supply- 
ing cars. During this same period there were 22,817 cars of peaches 
shipped compared with 11,671 during the same period last year. With 
the completion of the movement of this record crop in the southeas: 
an additional flow of empties has been directed west and the eastern and 
central western lines urged to give them prompt handling. The short- 
age of ice in California and other western states has resulted in the 
issuance of several restrictive icing and reicing orders and will probably 
affect the car loadings in that area. 

The U. S. Department of Agriculture reported that during the 
month of June there were 95,631 carloads of fresh fruits and vegetables 
shipped by rail, which is the highest month on record. This showing 
was made with the lowest ownership of refrigerator cars. As this and 
other perishable loading was considerably heavier during July, 1945, 
than during July, 1944, it has resulted in the cars being badly scattered 
throughout the country and made it impossible to get a bank of cars 
built up for prospective loading in the heavy producing areas. 

During the month of July there were 12,321 refrigerator cars 
loaded west to I. C. C. Service Order 104 territory compared with 10,969 
during June, 1945, and 10,876 during July, 1944. With the revised order 
effective August 1, adding considerable territory to the destination 
points and the combined efforts of the A. A. R., I. C. C. and O. D. T. 
to get shippers to use more refrigerator cars for this loading, the 
increases will be more pronounced during the coming months. 

The demand for heavily insulated refrigerators has been active on 
account of heavy frozen foods loading. Reduced fresh meat loading 
has resulted in a surplus of meat cars. A good many of these cars have 
been released by the Packers and are being used for various kinds of 
loading on some of the lines in lieu of standard refrigerator and box 
cars. 

Refrigerator cars are in great demand. Continued policing to insure 
more prompt release and movement of these cars will be necessary if 
we are going to protect the heavy loading which is in sight. ... 


Closed Cars 


Box cars: The demand for box cars continues heavy in all sections, 
particularly for the high grade car for loading grain, grain products, 
food stuffs and munitions. The supply of rough and merchandise box 
remains adequate, except in the eastern and southern sections, where 
the supply of all classes of box cars is tight. 

Harvesting of the winter wheat crop in the southwestern and cen- 
tral-eastern territory is now practically complete and the heavy move- 
ment accompanying the peak harvesting operations is past. This sea- 
son’s bumper winter wheat crop was handled successfully and with only 
minor delay or congestion. Grain crops in the northwest are now 
being harvested and with favorable weather conditions peak loadings 
should be reached in about thirty days. 

Carloadings of grain and grain products for the first thirty weeks 
this year were 1,500,451 cars which is the highest of record for the cor- 
responding period of any previous year. 

With the heavy movement of harvest grains now over in the south- 
west, box cars are being moved empty to eastern and southern terri- 
tories to assist these roads in meeting heavy requirements in those 
areas. 


Prospects are demands for box cars will continue heavy throughout 
the remainder of the year and will require the closest cooperation on 
the part of all concerned to see that this type of equipment is given 
most expeditious handling. 

Stock cars: Account heavy demands, particularly in Western terri- 
tory, the supply of both single and double deck stock cars is tight, al- 
though all requirements are being met with only minor delay. All 
available stock cars on Eastern and Southern roads are being moved 
to the principal Western livestock loading roads. All stock cars now 
in general service are being withdrawn from such service and are be- 
ing restored to only livestock loading so as to meet the heavy demands 
during the late summer and fall months. 


Open Top Cars 


During the past month demands have been very heavy and the sup- 
ply has been tight at all times. The situation on all types is summa- 
rized below: 

Coal cars: During July, except for the first week, which had a 
holiday, the coal production has been at a high level, averaging 11,896,- 
000 tons per week for each of the last three weeks of the month. 

The Solid Fuels Administration for war is continuing its efforts to 
increase coal production and indications are that the production for the 
second half of the year will be considerably in excess of the first half. 

This heavier production will put an increased strain on an already 
inadequate car supply and if serious coal car deficiencies are. to be 
avoided every effort must be made to prevent delay to loaded and empty 
coal cars. 


Gondolas: The increased movement to the Pacific coast has drained 
the east of a great many gondolas and as loading in the east has not 
diminished, considerable difficulty is being experienced in furnishing 
this type of equipment. The supply is particularly thin in the port 
areas of New York, Philadelphia, Baltimore and Norfolk where in addl- 
tion to normal loading of industries and army depots, a great amount 
of import battle equipment has had to be protected on short notice to 
avoid delay to ships. 


Flat cars—plain: The supply of this type is exceptionally tight 
east of Chicago and St. Louis with occasional deficiencies reported in 
the eastern port areas where the supply is too thin and shipments from 
army depots and inbound ships continue at a high level. 

Flat cars—heavy capacity: Demand continues heavy but due to 
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satisfactorily protected with only occasional delay when necessary to 
obtain a special type car from a considerable distance. 

Covered hoppers: Demand is in excess of supply and some requests 
for this type have not been filled due to to no surplus covered hoppers 
available. Every effort should be made to handle these cars expedi- 
tiously to permit spreading of available supply as thin as possible. 

All of the above cars will be in heavy demand for several months. 
If obligations are to be satisfactorily met, the utmost vigilance is neces- 
sary to prevent delay in loading, unloading or movement. 


Tank Cars 


The. general tank car situation remains easy, with continued les- 
sened demands for cars for all classes of traffic, the only exception 
being TP and TPI cars in Anhydrous Ammonia service which are still 
somewhat tight. With lighter loading of petroleum to both the Atlantic 
and Pacific Coast territories, and no increases in prospects at this time, 
surplus tank cars are being placed in storage at various points through- 
out the country. It is estimated there are approximately 20,000 cars 
out of service at present. 

Approximately 77 per cent of the total tank car ownership has been 
in petroleum service throughout the emergency. Oil shipments in tank 
ears have steadily declined since mid June, the East coast movement 
having dropped to 312,000 barrels, approximately 1,560 cars, daily dur- 
ing July and will probably not exceed 275,000 barrels or 1,375 cars per 
day this month. Likewise, the westbound movement is expected to 
decrease from an average of 515 cars daily during July to about 375 
cars per day during the last half of August. The outlook after Sep- 
tember 1 is very indefinite, depending entirely upon the availability of 
material and also the status of other means of transportation. 

With surplus tank cars throughout the country, there has been 
considerable relaxation in the regulations covering their operation. The 
permit requirement on short haul shipments was amended, effective 
July 27, to eliminate the need for permits on shipments to destinations 
more than 80 miles from point of origin, except to, from or within 
designated western states. At the same time, permit requirements on 
tank car shipments of asphalt, asphaltum and tar to destinations more 
than 500 miles from shipping points has also been revoked. Special 
Direction 1 to General Order O. D. T. 7, listing commodities authorized 
for movement in tank cars account certified as essential to war produc- 
tion, was also cancelled on July 27. After August 15, unless authorized 
by permit issued by O. D. T., no tank car of less than 8,200 gallons 
capacity, may be shipped to a destination in the states of California, 
Idaho, Nevada, Oregon, Utah or Washington from origins outside of 
those states. 


L. C. L. Freight 

With minor exceptions of a temporary nature, all freight house 
operations throughout the country are on a current basis. There are 
still four or five spots where the traffic is heavy and a slight backlog 
has occurred at irregular intervals, due to local conditions, labor short- 
age or other contingencies. 

Shippers whose volume of L. C. L. freight is sufficient to justify 
direct loading are again’ urged to make a study of through or direct 
destination loading. It should be obvious that the loading of L. C. L. 
freight to direct destinations, or to distant transfers, bypassing inter- 
mediate transfer points, offers such manifold advantage that it should 
be adopted whenever there is a sufficient volume of freight to justify, 
The volume required, when less than the ten-ton requirements under 
General Order O. D. T.-1, depends upon the direction of the movement 
and the extent to which O. D. T. permits, either general or special, 
are in effect. Under General Permit O. D. T. 1-4 all shipments to the 
grain loading territory, which in general is the district west of Chi- 
cago and east of the mountain states, can be loaded to 5 tons or more 
either to direct destinations or to transfers for further handling. Any 
shipments to direct destinations in the direction of the grain loading 
territory, bypassing regular transfers, can be made under this permit 
on the same basis. 

Under Permit O. D. T. 1-6, effective August 1, 1945, it is possible 
to load 5 tons or more of merchandise to any destination in the states 
of Arizona, California, Colorado, Idaho, Montana, Nevada, New Mexico, 
Oregon, Utah, Washington, or Wyoming, or to El Paso, Texas, provid- 
ing loading is in RS type refrigerator cars. To the extent that shippers 
utilize this permit they will contribute materially to the easing of the 
acute war-time transportation situation on the Pacific coast. Refriger- 
ators must go out there anyway to protect eastbound perishable load- 
ing. There are more box cars going west than can be loaded east, 
therefore the surplus has to be returned empty. To the extent that 
refrigerators are loaded there is a corresponding reduction in the move- 
ment of box cars westbound loaded and eastbound empty. 


Embargoeés 


The following tabulation shows the total number of embargoes 
placed on account of accumulation and car delay during the period 
January 1 through August 7, 1945, compared with the number placed 
during the corresponding period of the two preceding years: 


Embargoes Placed 


Year By R.R. ByC.S.D. Total 
ed eS gE Baa Sr a 3 ee eae 238 493 731 
ME Bite cia sg ara Binimieead Glee See Rais mrs wa Sse ealeietbae 147 604 751 
Be SNe das aieth wa ASUER CAREER Od em 118 298 416 


Shippers Advisory Boards 


The weekly freight car detention reports furnished the 601 Ship- 
pers-Receivers Committees throughout the United States show that in 
July, 1945, 56,008 cars were detained over 48 hours out of 384,047 cars 
on hand when the checks were made. Checks are made by the railroads 
in each district one day each week, usually on Friday. July, 1945, 
reports show a freight car detention of 14.58 per cent, comparing with 
13.73 per cent in June, 1945; 16.76 per cent in July, 1944, and 19.8 per 
cent in July, 1943... . 


Equipment 


The number of serviceable cars shows a decrease 363, July 1, 1945, 
compared with June 1, 1945. There were 3,130 new cars installed dur- 
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ing the month of June, 1945, compared with 3,168 in 1944 and 1,931 in 
1943. On July 1, 1945, 64,859 cars, or 3.8 per cent of all freight cars, 
were awaiting repairs. This compares with 50,994 cars, or 3.0 per cent, 
on July 1, 1944. 





Improvement of Highways 


Public highway and street construction costing up to $100,- 
000 may now be undertaken without War Production Board 
authorization, the agency has announcd. Formerly, projects 
exempt from the necessity of obtaining W. P. B. authorization 
were those costing not more than $10,000 or those costing $5,000 
or less per mile if the total amount did not exceed $25,000. 

The increase in authorization exemption is effected by an 
amendment to Order L-41-e, which covers public highway and 
street construction. Control over construction projects of these 
types costing between $10,000 and $100,000 was no longer con- 
sidered necessary, since in general they used relatively small 
quantities of critical materials. Approximately 75 per cent of 
the construction applications handled by the Public Roads Ad- 
ministration fell within these cost limits and authorizations had 
recently been granted, though no priorities assistance was given, 
said W. P. B., adding: 


Order L-41-e as amended also broadens to some extent the scope of 
repair work for which no W. P. B. authorization is required. In gen- 
eral, repair consists of work necessary to make a damaged or deterior- 
ated portion of a highway serviceable or to restore it to its original or 
the equivalent condition. Improvements or departures from the original 
type of construction are not considered repair work. Criteria for deter- 
mining whether or not a project is repair work are applied to the kind 
of work to be done and not to the method of doing it (as with regular 
maintenance forces) or to the method of financing it. 

Specific orders issued by W. P. B. to stop construction of public 
highway or street projects, including provisions forbidding delivery of 
materials, are revoked if the work necessary to complete the project is 


‘covered by one of the present exemptions to L-4l-e or any subsequently 


established exemption. However, the revocation does not reinstate 
priorities assistance previously granted. For example, a stop construc- 
tion order is revoked if the cost of completing the work is within the 
new $100,000 exemption from authorization; the cost does not include 
work done before the stop construction order was issued. 

The blanket revocation provision will eliminate the necessity for 
issuing a large number of individual cancellations of stop construction 
orders, W. P. B. pointed out. 

The substance of Interpretation 1 (boardwalks and other passage- 
ways for pedestrians) has been incorporated in the order, and the inter- 
pretation has been revoked. The order states that ‘‘the expression ‘pub- 
lic highway or street’ does not include boardwalks, footpaths, foot- 
bridges or other passageways primarily for pedestrians, except where 
they are part of a highway or street like a sidewalk or traffic island.’’ 


State Motor Vehicle Taxes 


State motor vehicle use taxes aggregated $1,126,570,000 in 
1944, an increase of 1.6 per cent over the total of $1,108,849,000 
in 1943, but showed a decline of 23 per cent when compared 
with 1941 collections of $1,468,554,000, said the National High- 
way Users Conference in a statement based on state motor 
vehicle tax data made public by the Public Roads Administra- 
tion. 

“Motor vehicle registration and incidental receipts during 
1944 were $419,479,000 compared with $425,022,000 in 1943 
and $490,666,000 in 1941,” it continued. “The decline from 
1941 to 1944 represents a drop of about 14 per cent. 

“State fuel tax receipts of $680,950,000 in 1944 compare 
with $659,125,000 in 1943, and with $957,312,000 in 1941. The 
decline from 1941 to 1944 approximated 29 per cent. This 
greater decline in fuel taxes than in registration fees evidences 
not only less vehicles on the road but also the effect of the 
rationing program. 

“Contrasted with the declines above mentioned, special 
taxes on motor carriers of $26,141,000 in 1944 compare with 
$24,702,000 in 1943, and with $20,576,000 in 1941. These taxes 
show successive increases each year; the 1944 taxes paid by 
these for hire carriers showing an increase of 27 per cent over 
those paid by them in 1941.” 


TRUCKS FOR FARMERS 


The Surplus Property Board has issued special orders 
allocating trucks to farm areas in order to offset threatened 
impairment of farm production due to shortages of rail trans- 
portation and automotive facilities. 

The states benefiting by these special orders are: Alabama, 
163 trucks; California, 195; Colorado, 423; Idaho, 20; Iowa, 46; 
Kansas, 212; Missouri, 53; Nebraska, 52; New Jersey, 143; New 
Mexico, 118; New York, 358; North Carolina, 125; Pennsyl- 
vania, 23; Tennessee, 75; Utah, 179; Virginia, 101; Washington, 
67; Wyoming, 70; West Virginia and Kentucky, 58, and Indiana 
and Ohio, 111. 

Under these special orders, the Office of Surplus Property 
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of the Department of Commerce, which is the designated dis- 
posal agency, makes these trucks available for purchase by 
farmers’ cooperative associations and farmers who have been 
certified by the Agricultural Adjustment Agency county office. 


TRUCK RATIONING 


A total of 36,648 vehicles were released under the truck 
rationing program in July, as compared with 31,707 in June, 
the War Production Board announced. 

Civilian users received 7,903 light trucks, 14,618 medium 
trucks, 2,577 heavy trucks and 2,037 trailers, a total of 27,135. 
Holders of government exemption permits for government use 
and export received 516 light trucks, 7,851 medium trucks, 966 
heavy trucks and 180 trailers, a total of 9,513. 

W. P. B. said that since the truck rationing program be- 
came effective March 9, 1942, a total of 536,602 vehicles of all 
types had been released. Of these 402,495 went to civilian users 
and 134,107 to holders of government exemption permits. Of 
the total 81,997 were light trucks, 315,986 medium trucks, 
81,785 heavy trucks and 56,834 trailers. 


FORD CAR PRODUCTION IN NEW JERSEY 


The first 1946 model civilian passenger car built in the 
east rolled from an assembly line of the Edgewater, N. J., 
plant of the Ford Motor Co. August 13. Before the war, the 
Edgewater plant produced approximately 400 passenger cars 
a day. Plans are underway to increase production over this 
figure once restrictions are removed. Top employment before 
the war was 3,000 persons and more than 2,000 employes are 
still on the branch plant’s payroll. 


WHITE MOTOR COACHES IN HAWAII 


Honolulu and Pearl Harbor have received 50 White motor 
coaches of 44-passenger seating capacity and 35-foot overall. 
length, the first busses to arrive in Hawaii since the war 
started. They go to the Honolulu Rapid Transit Co. which has 
the responsibility of getting a large part of the essential war 
workers to and from their jobs daily. Because of the critical 
need, the War Production Board released the vehicles on the 
recommendation of the Office of Defense Transportation, the 
order to be delivered on the basis of seven busses a month 
until completed, according to the White Motor Co. 


/) NEW JERSEY-LINCOLN TUNNEL MAP 


‘ 

“4 The Port of New York Authority has distributed 75,000 

“ directional maps to aid motorists in the use of Route S-3, the 
new two-mile connecting link between New Jersey and the 
Lincoln Tunnel, it was announced by Joseph M. Byrne, vice- 
chairman. The new road was opened August 6 and is almost 
two and one-half miles shorter than the old route. 


SALE OF PULLMAN SUBSIDIARY 


D. A. Crawford, president of Pullman Incorporated, re- 
ported August 17 in his company’s second quarter statement 
that a proposal for the sale of Pullman Incorporated’s entire 
holding of capital stock of the Pullman Company, its sub- 
sidiary which operates the sleeping car business, to the rail- 
roads is now under study by railroad executives and members 
of the special Pullman committees of the railroad regional 
presidents’ conference. Mr. Crawford also said that nego- 
tiations are being actively conducted with “other interested 
groups” as well as with the railroads. 

The proposal for sale of the Pullman Company is designed 
to comply with the separation decree entered May 8, 1944, and 
an interim order entered March 22, 1945, in the Pullman anti- 
trust case in the federal district court in Philadelphia. The 
parent company’s offer to sell its entire Pullman stockholdings 
is an alternative to the proposal made to the railroads and other 
interested groups in August, 1944, to sell the physical assets 
of the sleeping car business. 

Mr. Crawford first submitted his plan May 12 in a letter 
to the railroads, at which time he said that any proposed pur- 
chase by the railroads would be subject to approval by the 
Commission, and any contract by Pullman Incorporated for 
the sale would be subject to approval by the federal court. 

Effectuation of the sale, said Mr. Crawford in his com- 
pany’s second quarter statement, “need not cause any notice- 
able change in the conduct of the sleeping car business, and 
should not occasion objection thereto on the part of the Office of 
Defense Transportation and the armed service authorities.” 


TOWMOTOR LIFT TRUCK WITH SCOOP ATTACHMENT 


An engineer for a plant at Lowell, Mass., has equipped a 
Towmotor lift truck with a scoop attachment and uses the unit 
as a one-man maintenance crew, according to the Towmotor 
Corporation. Such jobs as moving coal to the boilers, hauling 
ashes, moving and stacking barrels of oil, and carring wet con- 
crete, keep the lift truck busy 24 hours a day. 
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Coastwise Ship Rates on Sulphur 


In view of reasonable assurance that an estimated total 
of about 75,000 tons of sulphur that remains to be moved from 
origins in Texas and Louisiana to chemical companies in north 
Atlantic coast cities that use this product can be moved by 
ships in the coastwise service, the rates division of the War 
Shipping Administration is reviewing the present coastwise 
rates, established early in the war on a basis of equalization 
with the rail rates, and is planning to effect a reduction of 
possibly as much as 20 per cent in the coastwise sulphur rates, 
according to information from government sources familiar 
with the situation. 

As a result, the present ship rate of about $9 a ton pre- 
scribed by the W. S. A. for the coastwise movement of sulphur 
from Gulf coast ports to New York might be reduced to an 
amount between $7 and $8, it was stated. The W. S. A.-pre- 
scribed rates were established on a graduated scale covering 
the Atlantic coast area from Norfolk to Boston. 

At the W. S. A. it was stated that the coastwise rates were 
placed on a level of parity with the railroad rates when vessels 
for use in transportation of sulphur were scarce. It was ex- 
plained that this was done with a view to preventing discrim- 
ination against any sulphur-consuming company on the east 
coast that might obtain only rail transportation for its inbound 
sulphur shipments while some competitor was succeeding in 
obtaining ship space for its inbound shipments. 

In the case of sulphur shipments moving from a Gulf port 
to New York, for example, the W. S. A. rates division noted 
that the all-rail rate was $12.23, and it therefore established 
a coastwise water rate of about $9, allowing for terminal costs 
at origin and destination that would be involved in connection 
with the haul by water but not in connection with the rail haul, 
it was explained. 

However, in the course of a program to make the fullest 
possible use of various means of transport, the Office of De- 
fense Transportation arranged for movement of sulphur from 
the Texas and Louisiana origins by barge via the Mississippi 
River, the Illinois Waterway, the Great Lakes and the New 
York State Barge Canal. According to authoritative informa- 
tion, the O. D. T. is now looking toward discontinuance of the 
barge movement, and O. D. T. and W. S. A. officials have 
conferred on shifting the New York-destined sulphur traffic 
from the barges to coastwise ships, as more of these ships 
become available for such service with the restoration of peace. 
Of the sulphur heretofore moved by coastwise vessels to At- 
lantic ports, the bulk has been delivered at Baltimore and 
Norfolk, it is said. 

One New York chemical company has urged the W. S. A. 
to reduce the coastwise sulphur rate to New York to a level 
between $3 and $4, but, according to officials acquainted with 
the matter, a lack of pay loads for the return trips to the 
Gulf at the present time stands in the way of such substantial 
reduction. It was explained, further, that the W .S. A.-pre- 
scribed rates were established on a “fleet” basis rather than 
for individual ships, and that the capacities of the ships that 
might be available for the sulphur movement might vary 
widely, so that rates could not appropriately be based on 
the largest tonnage capacities. 


SHIP LINE AGREEMENTS 


The Maritime Commission has announced the filing with it 
of an agreement (No. 120-71) between Anchor Line, Ltd., and 
11 other steamship companies, proposing modification of many 
provisions of the basic agreement of the Trans-Atlantic Pas- 
senger Conference (No. 120). 

According to the commission, the agreement, now awaiting 
its approval, is designed to clarify and bring the basic agree- 
ment to “the standard of completeness necessary to reflect 
present day requirements.” Parties to the agreement, in addi- 
tion to Anchor Line, Ltd., are: Canadian Pacific Steamships, 
Ltd.; Cunard White Star Limited; Donaldson Atlantic Line 
Limited; Compagnie Generale Transatlantique; Johnston War- 
ren Lines, Ltd.; Gdynia-America Shipping Lines, Ltd; N. V. 
Nederlandsch-Amerikaansche Stoomvaart-Maatschappij ‘Hol- 
land Amerika Lijn’; Den Norske Amerikalinje A/S, Oslo; 
Compania ‘Transatlantica; Aktiebolaget Svenska Amerika 
Linien, and United States Lines Co. The commission said that 
the activities of the Trans-Atlantic Passenger Conference at 
the present time primarily concerned the maintenance and con- 
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trol of its extensive agency organization in the United States. 
The modified agreement applies to passenger transportation 
between Canadian Atlantic ports, including Newfoundland, and 
United States Atlantic and Gulf ports, on the one hand, and 
ports in Europe and those in Asia and Africa bordering on the 
Mediterranean. 


HAWAIIAN SHIP FARES 


Reduced passenger fares for discharged enlisted army 
personnel on Hawaiian inter-island vessels have been approved, 
the War Shipping Administration has announced. The W. S. A. 
said it was expected that the reduced fare would not exceed 
four cents a mile. The application of the new rates will be 
in the hands of the Inter-Island Steam Navigation Co., Ltd., 
agent for W. S. A., which will file the special tariff or tariff 
supplements necessary to comply with regulatory statutes. 


M. C. SHIP-BREAKING PLAN 


Planned disposal of war-damaged and over-age vessels, 
incapable of further operation, under “an orderly program that 
will avoid flooding the scrap market” after V-J Day, has been 
announced by the Maritime Commission. 

Some months ago Vice Admiral E. S. Land, chairman of 
the commission, suggested a modern “ship breaking” industry 
under which ships would be systematically dismantled and all 
parts sold to bring the highest return to the government and 
the taxpayer. The ship-breaking plan would be an addition to 
and an improvement on present scrapping methods, he said. 
In any case, the actual work should be handled by private 
enterprise, he said, adding: 


Furthermore, such a program will be on a year-to-year basis so as 
not to flood the market and yet at the same time assure it of an ade- 
quate and orderly supply. 

There are many other means of disposing of ships incapable of 
operation and these means will be thoroughly explored before any bids 
for scrapping only will be accepted. While the commission may con- 
tinue to offer some ships for sale as scrap, the right to reject any and 
all bids will be exercised. 


Recent bids on vessels offered for scrap have shown a 
downward trend in prices. Bids on a 9,100-deadweight ton ship 
ranged from $15,500 to $22,500, while later bids on two 10,500- 
ton vessels ranged from $9,000 to $12,000. All these bids were 
rejected, said the commission statement continuing as follows: 

As an example of vessel utilization, Admiral Land cited the case of 
a number of battle-damaged ships that have been assigned to the armed 
services for use as floating warehouses to supplement shore facilities in 
the Pacific. These vessels with sound hulls would have required exten- 
sive repairs before they could have been returned to active service. The 
cost of such repairs, in some instances, would have indicated an econ- 
omy in selling the vessel for scrap. 

In their new job as floating warehouses, the vessels continue to 
serve the war effort as considerably more value than they would have 
if scrapped. 

The commission has under consideration the question of coordinat- 
ing its efforts with other government agencies that are or may be au- 
thorized to set up strategic metal reserves, which would include basic 
metals. With specific reference to ‘‘ship breaking,’’ this may well take 
the line of reducing steel, in ships designated for scrapping, to the form 
of billets to make up a stockpile of strategic reserve. 


JULY SHIP DELIVERIES 


For the first time since November, 1942, monthly merchant 
ship deliveries fell below the 100 mark in July with the comple- 
tion of 97 vessels of 895,185 deadweight tons, the Maritime Com- 
mission has announced. In November, 1942, 89 ships of 892,536 
deadweight tons were turned out, and from that time until July, 
the monthly deliveries have been more than 100, the peak being 
reached in December, 1943, with 219 ships of 2,058,893 dead- 
weight tons, according to the commission. It said, further: 

West coast shipyards produced nearly half of the ships delivered 
in July. The 409,843 deadweight tons of the 42 ships built on the west 
coast were 45.8 per cent of the total tonnage of 895,185 dwt. East coast 
yards delivered 24 ships totalling 256,940 deadweight tons, or 28.7 per 
cent of tonnage built in July. Yards on the Gulf coast built 25 vessels 
with an aggregate of 198,342 deadweight tons, and 22.1 per cent of the 
tonnage. The six coastal cargo vessels built in the Great Lakes area 
comprised 30,060 deadweight tons for 3.4 per cent of the total tonnage. 

Eight of the ships delivered during July were built for military 
use. Other ships delivered during July included: 30 Victory cargo, 
two Liberty cargo, 11 C-type cargo, four Liberty colliers, one refrig- 


erated cargo, 27 coastal cargo, 11 standard tankers, and three coastal 
tankers. 


BUNKER FUEL PRICE INCREASE 


Suppliers of bunker fuel at tidewater ports have obtained 
increases ranging from four to 20 cents a ton in their ceiling 
prices for coal produced in seven districts, the Office of Price 
Administration has announced, adding: 


The increases, effective August 13, 1945, are granted to compensate 
bunker fuel suppliers for higher prices they have had to pay coal 
Producers for the fuel since August 3, 1945, when bituminous coal 
producer ceilings were raised. 
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Bunker fuel is sold only to vessels, and the cost of living is not 
affected by the action. 


The seven districts where the bunker fuel must originate to qualify 
for the increases are: 

Districts 1, central Pennsylvania, Maryland and part of West 
Virginia; 2, western Pennsylvania; 3, northern West Virginia, and 4, 
Ohio, an increase of 10 cents a ton. 

Districts 6, West Virginia Panhandle, and 7, parts of West Vir- 
ginia and Virginia, an increase of four cents a ton. 

District 23, Washington and Oregon, an increase of 20 cents a ton. 

At New York Harbor, where bunker fuel supplies come mainly from 
Pennsylvania and West Virginia, the ceilings are raised nine cents a 
gross ton, and eight cents a net ton. 

No increase is made in ceilings for bunker fuel supplied at ports 
on the Great Lakes at this time. The weighted average increase in 
producers’ ceilings for coal selling to vessels at these ports is too 
small to warrant an increase in suppliers’ maximum prices. 

(Amendment 29 to Maximum Price Regulation 189—Bituminous Coal 
Sold for Direct Use as Bunker Fuel—effective August 13, 1945.) 


WORLD TRADE LIST 


Complete revision of its world trade list series is to be 
undertaken by the Department of Commerce because of the 
dislocations of productive and distributive facilities in foreign 
—" occasioned by the war, the department has announced, 
adding: 


The file of trade lists which are maintained by the Division of 
Commercial and Economic Information, Bureau of Foreign and Domes- 
tic Commerce, records the names and addresses of potential pur- 
chasers of American-made merchandise and sources of essential imports 
in approximately 100 principal foreign geographical areas. About 85 
broad classifications of commodities will be covered in the lists. 

A preliminary study by the department of the changes in trade 
channels in those countries directly or indirectly touched by the 
war evidences a need for complete revision of the lists. 

European countries in which channels of trade have been greatly 
changed compared with the prewar period will receive first consid- 
eration in the revision. Revision of lists covering Pacific areas will 
be undertaken as soon as practical. 

Basic data for inclusion in the mailing lists will be gathered in 
cooperation with the Foreign Service of the Department of State. 

In normal prewar years over 50,000 copies of trade lists were 
distributed annually upon request to American foreign traders. 


TRAVEL :TO PHILIPPINES 


The State Department says it has received advice from 
the Joint Chiefs of Staff that General MacArthur has author- 
ized the entry into the Philippine Islands of 12 American busi- 
ness men a month, with the provision that the army will not 
guarantee that transportation from the United States to the 
Philippine Islands will be available and that the army will 
assume no responsibility for providing accommodations, food 
or transportation locally after their arrival in those islands. 

“In consequence,” said the State Department, “American 
business. men, particularly those who have or represent firms 
which have in the past done business in the Philippine Islands 
and whose presence at this time would assist in the rehabilita- 
tion of the islands, may apply for a passport at the department 
or through a passport agent or any clerk of court in the United 
States authorized to take passport applications. From such 
applications as are received the appropriate interested officials 
of this government will select twelve who seem to warrant the 
most favorable consideration and their names and the essential 
facts in their cases will be transmitted to the Joint Chiefs of 
Staff with the recommendation that military permits valid for 
entry into the Philippine Islands be issued. Action upon the 
recommendation will be taken by the Joint Chiefs of Staff 
after consultation with General MacArthur. In those cases in 
which military permits are issued the department will grant 
passports valid for travel to and in the Philippine Islands” 


MERCHANT SEAMEN COMMENDED 


The discipline and morale maintained by American mer- 
chant seamen during the war were commended in a report by 
the War Shipping Administration’s committee on crew dis- 
ciplinary matters made public after two years of study and 
observation. The committee said it had found no indications 
of broad conflicts of interests between officers and seamen. 
Only three-tenths of one per cent of misconduct cases reported 
concerned economic questions and disputes arising out of col- 
lective bargaining matters, and there had been no strikes of 
merchant seamen since Pearl Harbor, the committee reported. 
Principal sources of difficulties on shipboard were “clashes of 
personalities, individual intransigence, incompetence and negli- 
gence,” said the committee. 

The Maritime Commission and the War Shipping Admin- 
istration have announced the award to masters of two vessels 
of the Merchant Marine Distinguished Service Medal and to 
a chief steward the Meritorious Service Medal, in July. Award 
to 32 injured seamen and to the next-of-kin of 166 seamen who 
have lost their lives serving in the merchant marine of the 
Mariner’s Medal also was announced. 























































































































Atlantic Air Route Decision 


By an order in “Docket No. 855 et al., the North Atlantic 
Route Case,” the Civil Aeronautics Board has denied petitions 
of four applicants in that proceeding, including Pan American 
Airways, Inc., for reargument, rehearing and consideration of 
the board’s decision in that proceeding granting trans-Atlantic 
air routes to Pan American, Transcontinental & Western Air, 
Inc., and American Export Airlines, Inc. (see Traffic World, 
July 7, p. 41, and Aug. 4, p. 317). 

The petitions thus denied had been filed by Pennsylvania- 
Central Airlines Corporation, Moore-McCormack Lines, Inc., 
Pan American Airways, and U. S. Midnight Sun Air Line, Inc. 
The board also denied a petition of Northeast Airlines for re- 
argument and reconsideration of the board’s decision in the 
north Atlantic case. 

In the instant order, the board stated its findings as fol- 
lows: 


1. The allegations in certain of the petitions concerning the legal 
adequacy of notice and hearing upon the issuance of certificates of 
public convenience and necessity to American Export Airlines, Inc., 
present no questions of law which were not fully presented to the 
board on brief and argument and considered by the board in its 
opinion of July 5, 1945. - 

2. The contentions in the petition of Pan American Airways, Inc., 
concerning the supposed injustice of the board in consigning it to an 
alleged inferior position among the U. S. air carriers serving Europe, 
relate only to the exercise of the discretion vested in the board by 
the act, particularly sections 2 and 401 thereof, and, in the absence 
of any allegations that the board’s findings and conclusions allocating 
routes to United States air carriers are not supported by substantial 
evidence of record, do not constitute a valid basis for reargument, 
rehearing or reconsideration. The matters alleged in the petition of 
Pan American represent primarily opinions at variance with conclu- 
sions reached by the board in the exercise of its sound discretion in 
the public interest; and they raise no relevant issue which was not 
fully presented to the board on brief and argument before the present 
case was submitted for decision. 

3. The allegations in said petitions relating to the correctness of 
the findings made and conclusions reached by the board in exercise 
of its discretion do not warrant the reconsideration of the board’s order 
and opinion of July 5, 1945. 


Transcontinental & Western Air, Inc., had filed with the 
Civil Aeronautics Board an answer to the petition of Pan Amer- 
ican Airways, Inc., for reargument, rehearing, and reconsider- 
ation in No. 855, et al. 

T. W. A. said the record established that Pan American, 
judged by its own standards, was dealt fairly with by the board 
and that no basis existed for keeping the case open in order 
to “rehash the issues.” 

The substance of Pan American’s petition, continued T. W. 
A., was contained in its allegation that T. W. A. was “grossly 
favored” over Pan American in laying out the routes awarded 
in the north Atlantic case. 

“The petition cites no specific facts from the record or else- 
where in support of this allegation,” continued T. W. A. “By 
deft manipulation of generalities it attempts to create the im- 
pression, contrary to the facts, that T. W. A. has been the chief 
beneficiary of the decision of the board.’ 

T. W. A. asserted that “this type of presentation” might be 
condoned if it were occasioned by a lack of information or an 
erroneous interpretation of facts. It continued: 


In this instance, however, Pan American had access to statistical 
data, of its own preparation, by which the relative merits of the routes 
awarded the three transatlantic carriers could be evaluated. The failure 
of Pan American to refer to these data and its obvious preference of 
insinuation and innuendo are eloquent evidence of its real purpose— 
to keep the international route situation in a turmoil. Pan American 
alone stands to benefit by any vacillation in putting into effect the estab- 
lished national policy. Its present game is to divert the board’s atten- 
tion from the issue and to keep the case open as long as possible. 


AIR CERTIFICATE APPLICATIONS 


Atlantic Airlines, Inc., of Washington, D. C., has made 
application to the Civil Aeronautics Board for a permanent 
or temporary certificate authorizing scheduled~ transportation 


of persons, property and mail on routes serving several eastern 
cities, as follows: 


(1) Between Newark, N. J., and Washington, via Trenton, N. J., 
Philadelphia, Pa., Wilmington, Del., and Baltimore, Md.; (2) between 
Washington and Pittsburgh, Pa., via Cumberland, Md.; 


(3) between 


. 
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Atlantic City, N. J., and Pittsburgh, via Baltimore, Md., and Chambers- 
burg, Pa.; (4) between Wilmington, Del., and Pittsburgh, via York, 
Pa.; (5) between Atlantic City and Trenton, and (6) between Atlantic 
City and Pittsburgh, via Philadelphia, Reading and Harrisburg, Pa. 


The Atlantic Airlines application is docketed as No. 1995. 

In No. 1994, Alaska Airlines, Inc., of Anchorage, Alaska, 
has asked the C. A. B. for an exemption order temporarily 
authorizing air transportation of mail in Alaska, between 
Unalakleet and Anchorage via McGrath, between Akularak 
and Mountain Village, between Haycock and Golovin, and 
between Koyuk and Golovin. 

By an amendment to its application in No. 1797, Ohio Air 
Express Corporation, of Columbus, O., proposes, among other 
things, changing the name of the applicant to Great Lakes 
Airlines, Inc. 


C. A. B. Air Mail Rate Action 


By orders in air mail rate proceedings in which the re- 
spondents are Eastern Air Lines, Inc., American Airlines, Inc., 
United Air Lines, Inc., and Transcontinental & Western Air, 
Inc., the Civil Aeronautics Board has directed the four carriers 
named to show cause why the board should not make final a 
tentative finding that these carriers’ air mail rate should be 45 
cents a mail ton-mile, on and after January 1, 1945, instead of 
32 cents, as set forth in show-cause orders issued by the board 
on that date. 

The board’s orders of last January 1, directed each of the 
four carriers to show cause why its mail rate should not be re- 
duced from 60 cents to 32 cents a ton-mile of U. S. mail car- 
ried on an airport-to-airport mileage basis. The proposal to 
make the rate 45 cents instead of 32 cents was set forth in an 
amended statement of tentative findings and conclusions in each 
of the four mail rate proceedings: No. 1697, Eastern Air Lines, 
Inc.; No. 1698, American Airlines, Inc.; No. 1699, United Air 
Lines, Inc., and No. 1700, Transcontinental & Western Air, Inc. 

“On the date the original show cause orders were issued,” 
the board said in its amended statement, “this country was in 
the throes of a two-front war which was daily mounting in 
violence. To have predicated our findings then upon the pre- 
sumption of an early termination of the war would have been 
contrary to both sound public policy and good judgment. In 
consequence, our statement of tentative findings and conclusions 
was based largely upon the prevailing wartime operating and 
equipment conditions with a full realization that the mail rate 
prescribed therein might be subject to substantial revision up- 
ward before the issuance of our final opinion in case of a sharp 
change in the war situation, either with respect to the restric- 
tions of equipment or the probable duration of the war. 





Change in War Picture 


“Since the issuance of those orders, the European war has 
been brought to a successful conclusion and military events in 
the Pacific have developed more favorably than even the most 
optimistic would have predicted in December of last year. Sub- 
stantial numbers of war surplus aircraft have already been re- 
leased to the commercial airlines and additional releases are 
anticipated at an early date. . . . The imminent termination of 
the war is now a contingency which must be taken into account 
by both government and management in all matters affecting 
the future of the national economy and the industry. The period 
of transition for the industry is not only imminent but is actu- 
ally under way. It now appears probable that the mail rate 
fixed in this proceeding will apply primarily to the transitional 
rather than the war period. It seems appropriate, therefore, that 
our previous findings be reviewed and our order amended to 
reflect the costs, the loads, the operating conditions, the equip- 
ment situation, and the expansion of service contemplated dur- 
ing the transitional and early post-war period before this pro- 
ceeding is brought to hearing.” 


After observing that air traffic at present was so heavy 
that a system of priorities was necessarily in effect as to such 
traffic, the board said that present low costs a revenue ton- 
mile of traffic carried appeared to be almost entirely dependent 
on existing abnormally high load factors. Continuing, it said: 


Should the overall air traffic potential prove to be sufficiently great 
to support continued substantial increases in frequencies over present 
routes before load factors are sufficiently reduced to permit relaxation 
or discontinuance of priorities, operating economies from such increased 
volume could be sufficient to overcome almost, if not entirely, the ten- 
dency toward higher revenue ton-mile costs which would result from 
declining traffic loads. There is also reason to believe that airline 
costs ultimately can be substantially reduced through increased economy 
and efficiency of management and that economies of this type, in addi- 
tion to those resulting largely automatically as a result of increased 
volume of service performed, may reasonably be expected during the 
transitional and early post-war period. Still further economies should 
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accrue from increased efficiency of the new types of aircraft which will 
replace the pre-war types still in use. Moreover, it may reasonably be 
expected that relatively high load factors will continue, particularly 
among the east-west transcontinental carriers, for an extended period. 
If it should develop that the growth trend in the air transport industry 
parallels the early growth of many other great American industries it 
may be some years before drastic declines in traffic loads actually 
materialize. 


Increases in Unit Costs 


The board included in its statement in each of the four 
mail rate proceedings a table showing the effect of variations 
in traffic loads on the respondent’s unit revenue ton-mile costs 
for the 12 months ended May 31, 1945. For Eastern, American, 
United and T. W. A., respectively, the unit ton-mile costs for 
that 12-month period were 36.15 cents, 39.16 cents, 35.98 cents, 
and 39.97 cents, according to those tabulations. The board 
showed that if the loads had been reduced, in each instance, by 
20 per cent, the unit ton-mile costs would have been 45.19 cents, 
48.95 cents, 44.97 cents, and 49.96 cents, respectively, for East- 
ern, American, United, and T. W. A. It showed, also, that 
present unit costs of the carriers exceeded their unit costs of 
1941 by 28 per cent in the case of Eastern, 18 per cent in the 
case of American, 17 per cent in the case of United, and 19 per 
cent in the case of T. W. A. 


In the conclusion of its “amended statement” in each of 
the four rate proceedings, the board said: 


In our consideration of the fair and reasonable service mail rate, 
we have given weight to the many uncertain short run factors related 
to the transitional period as well as the extraordinary circumstances 
and conditions in the air transport industry which will materially 
affect the problems and attending risks which will confront manage- 
ment in the immediate future....It is not our intention here either 
to indorse or to enunciate any new philosophy or long range principles 
of rate making. Instead, it is our purpose to fix a service mail rate 
which will be high enough to provide reasonable security against the 
risks inherent in the dynamic and uncharted transitional period ahead 
and which, at the same time, will be low enough to provide a strong 
competitive incentive for economical and efficient management. It is 
our further intention to fix a service mail rate which, over the transi- 
tional period, will provide a fair and reasonable return on the used 
and useful investment although on the basis of reported results for 


selected short periods the rate may appear either unduly high or 
unduly low.... 


The board directed the respondents to file notice with it, 
within ten days of the date of service of the instant show-cause 
orders, of existence of any objection to the rate proposed in the 
amended statement, and, in the event of filing of such notice, to 
file a written answer and supporting documents with the board 


pre se 20 days of the date of service of the instant show-cause 
orders. 


Cincinnati-New York Air Routes 


Seven domestic airline applicants and several cities and 
states interested in faster and more direct connections with 
cities in other parts of the country through establishment of 
new, single-line air services presented witnesses in a hearing 
before Examiner Heinrich Spang, of the Civil Aeronautics 
Board, in a consolidated proceeding on applications proposing, 
generally, direct airline service between Cincinnati, O., and 
New York City through extension of existing air carrier routes 
or establishment of new routes. 

The hearing began August 14 and remained in progress 
August 15 and 16. The proceeding was identified by the C. A. B. 


as “Docket No. 221, et al., Cincinnati-New York—Additional 
Service.” 


Applicants involved in the proceeding and the authority 
sought by each were: 

Colonial Airlines, Inc., route between New York City and 
Cincinnati via Pittsburgh, Pa.; Transcontinental & Western 
Air, Inc., designation of Cincinnati as an intermediate point 
on its transcontinental route (No. 2) out of New York which 
now follows a direct east-west course through Columbus and 
Dayton, O., and extension of service to Wilmington, Del., and 
Allentown-Bethlehem-Easton, Pa.; Pennsylvania-Central Air- 
lines Corporation, extension of its New York-Pittsburgh route 
westward to Cincinnati; Chicago & Southern Airlines, Inc., ex- 
tension of its route No. 53 from the intermediate point Paducah, 
Ky., to New York City via Cincinnati, Pittsburgh and Allen- 
town-Bethlehem-Easton; American Airlines, Inc., establishment 
of route from Cincinnati, now an intermediate point on its 
transcontinental route out of Washington, D. C., to New York; 
Braniff Airways, Inc., extension of its existing service, from 
Tulsa, Okla., to New York City-Newark via St. Louis, Cincin- 
nati, Columbus, Pittsburgh and Philadelphia; and United Air 
Lines, now an establishment of a route between Cincinnati and 
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Philadelphia, now an intermediate point on United’s transconti- 
nental route, No.1. 


Witnesses for Local Interests 


Among the witnesses who appeared at the hearing on be- 
half of communities and civic organizations were: William F. 
Hart, J. P. Hedding and Arthur J. Kerr, of Pittsburgh; Douglas 
K. Fuller, Nathaniel Whitney and Millard Romaine, of Cin- 
cinnati; Don McBride, director of the Oklahoma Aviation Com- 
mission; James C. Buckley, principal economist, and John W. 
Moore, air transport traffic manager of the Port of New York 
Authority; Woodall Rogers, Dale Miller and Arthur A. Smith, 
of Dallas, Tex.; Samuel H. Williams, manager of the trans- 
portation and foreign trade bureau of the Philadelphia Cham- 
ber of Commerce and Board of Trade, and Howard R. Shafer, 
manager of airports at Philadelphia; John H. Lea, of Allen- 
town; Carl Giessow, director of the transportation bureau of 
the St. Louis Chamber of Commerce, and director of airports 
at St. Louis; John H. Barhydt, assistant manager of the Tulsa 
Chamber of Commerce, and Howell Jones, executive secretary 
of the San Antonio, Tex., Chamber of Commerce. 

The Cincinnati witnesses expressed a desire for single- 
carrier service from that city to the southwest, such as Braniff 
proposed, and to the northwest, such as would be possible by 
extension of service proposed by United and advocated the 
establishment of direct one-carrier service to New York, with- 
out “taking sides” as to any particular carrier’s proposal for 
such a route. The testimony on behalf of the city of St. Louis 
was directed, in part, toward improved service by T. W. A. 
transcontinentally via that city, in view of a contention to the 
effect that T. W. A. transcontinental service by way of Chicago 
was receiving emphasis from that airline and that St. Louis 
had been relegated to a sort of “shuttle service” by T. W. A. 
Southwestern cities now served by Braniff urged approval of 
Braniff’s application for extension of its service into the east. 

Witnesses for the Port of New York Authority advocated 
certification by the C. A. B. of a new and direct mainline air 
route between the New York port district and Oklahoma City 
by way of Philadelphia, Pittsburgh, Columbus, Cincinnati, Louis- 
ville, Evansville, St. Louis, Springfield (Mo.), and Tulsa. Mr. 
Buckley said the port authority hoped that the C. A. B. would 
“abandon the idea that present United States trunk-line air 
routes are frozen for all time.” Mr. Moore said that Cincinnati 
was the largest community in the United States that did not 
now have direct single-carrier air connections with the New 
York district. He stated that, although two companies now 
provided one-carrier service between those cities, the routing 
was indirect and resulted in inconvenience to passengers and a 
low overall speed for through service. 

“There is not much doubt what traffic seeks the fastest 
route,” he said. “The carrier whose average flight time to Cin- 
cinnati in September, 1940, was only 11 per cent less than its 
competitor, carried 95 per cent of the total traffic... .” 


Testimony and exhibits in support of the application of 
T. W. A. were presented by Thomas B. Wilson, chairman of 
the board of T. W. A.; E. O. Cocke, vice president, traffic, and 
T. C. Stratton, an economist on the T. W. A. staff. C. R. Smith, 
chairman of the board of American Airlines, Inc., was the first 
witness for that applicant. 





Air Service at New Bern, N. C. 


The Civil Aeronautics Board has granted authority to 
National Airlines, Inc., to serve New Bern, N. C., as an addi- 
tional intermediate stop on its route No. 31, between Miami, 
Fla., and New York City. The board deferred action on an 
application of Eastern Air Lines, Inc., for authority to serve 
New Bern and Wilmington, N. C., pending disposition of ap- 
plications pending in “Docket No. 501 et al., the Southeastern 
States Case. 


In granting permission to National to serve New Bern, the 
board acted on an application of National in No. 1596 and an 
application of Eastern in No. 1595. Eastern proposed service 
to New Bern and Wilmington in connection with its operations 
on its route No. 6 between New York and Miami. 

“It would require 112 additional miles in order for Eastern 
to provide service between Raleigh, Wilmington and New 
Bern,” said the board. “This additional mileage would nec- 
essarily slow down Eastern’s long-haul schedules on route No. 
6, and Eastern would undoubtedly operate a minimum of 
schedules over this roundabout segment. Local services be- 
tween Raleigh, Wilmington and New Bern is proposed in a 
number of applications which have been heard in the South- 
eastern States Case . . . and we do not believe that a deci- 
sion should be reached in the present proceeding to provide 
such service until we have had an opportunity to consider the 
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MORE FORD TRUCKS ON THE ROAD ¢ ON MORE JOBS * FOR MORE GOOD REASONS 


BAND-AID’ 


ADHESIVE BANDAGES 


For Amal cuts. burns » Acratches 





There are 100 Fords in the F. Landon fleet 
—and 25 years of satisfaction back of them 


5 goss they haul merchandise 
efficiently and reliably at low 
cost, Ford Trucks are employed by 
hundreds of the nation’s largest fleet 
owners. One such operator is F. 
Landon Cartage Company, for more 
than half a century a leading figure 
in the transport industry in Chicago. 





Mr. Lee F. Landon expressed his 
judgment of Ford Trucks in a recent 
letter: 


“We have used Ford trucks and 
tractors continuously during ‘more 
than twenty-five years. Among our 
fleet units are presently more than one 





hundred tractors and trucks of Ford 
make. We have found Ford vehicles to 
be an economical and reliable means of 
transportation.” 


The cab-over-engine Ford tractor 
pictured above, with its smart van 
semi-trailer, is typical of the well- 
maintained F. Landon units. Their 
performance goes far to explain why 
there are more Ford Trucks serving 
America than any other make. 


Under government allocation, pres- 
ent production of Ford Trucks is 
necessarily limited as to types, equip- 
ment and quantities for essential 
civilian needs. See your near-by 
Ford Truck dealer for free counsel in 
obtaining official certification of your 
requirements. 


FORD TRUCKS 


AND COMMERCIAL CARS 


TRUCK-ENGINEERED + TRUCK-BUILT « BY TRUCK MEN 


% 


<> 


TRUE TRUCK ENGINEERING 


Powerful truck engines—Six chassis 
types—for 95% of all hauling jobs. 


FAMOUS FORD FEATURES 
























e Service ease . . . engine crankcase, 
transmission, clutch and other chas- 
sis units readily accessible, hence— 


e Low maintenance cost. 
e Universal service facilities. 


e Heavy-duty front axle—massive 
spindles—large taper roller wheel 
bearings. 


e Extra-sturdy full-floating rear axle— 
pinion straddle-mounted on 3 large 
roller bearings—3 axle ratios avail- 
able—2-speed axle optional at extra 

cost. 


e Powerful hydraulic brakes—excep- 
tionally large cast drums. 


e Needle bearing universal joints. 


e Rugged 4-speed transmission—large 
roller bearings. 


e Shifto-Guide speedometer dial — 
saves fuel—saves wear. 





e All-steel comfort cab—safety glass. 
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proposals in that case. Approval of National’s proposal to pro- 
vide service to New Bern would provide service of a north- 
south nature on that company’s New York-Jacksonville route 
and would not prevent establishment of additional service to 
the west... .” 

The board observed that New Bern, “an important com- 
mercial and industrial center,’”’ had not been on the route of 
any scheduled airline. 


Future of Aircraft Industry 


The National Planning Association, a private research or- 
ganization, has issued an interim report of its advisory com- 
mittee on the aircraft industry recommending governmental 
action that will insure continuation of the aircraft manufactur- 
ing industry in the interest of world security, our national 
defense and our civilian economy. 

The committee said it was essential that the nation plan 
promptly to put into operation immediately after V-Day what- 
ever program of post-war military procurement was estimated 
to be necessary for world security and national defense, and 
to provide through legislation and executive action for carrying 
out such a program. 

“Without a well-defined national policy for this transition 
period, the aircraft manufacturing industry cannot play its part 
effectively in providing aircraft for military or civil use,” said 
the committee. 

The committee said it made no assumption or recommen- 
dation as to the size of effective air forces for the nation but it 
strongly believed that the procurement for these air forces, 
at whatever level, should be planned so as to avoid a period 
of complete stoppage of production.’ 

“The aircraft industry is not merely a collection of plants, 
machinery, raw materials, and designs,” said the committee. 
“Tt is, first of all, a living organization of skills—research, en- 
gineering, labor, and management. These skills inhere in 
particular individuals and companies. While the committee is 
not concerned with the fate of any one company and recognizes 
that in the inevitable post-war shrinkage particular companies 
may fail, it is concerned with the preservation of the aircraft 
manufacturing industry as a whole and recognizes that if the 
aggregate of skills possessed by that industry is dissipated by 
complete stoppage of production, the technological loss may be 
irrevocable, especially in view of the rapid tempo of technical 
progress.” 

The committee said that, owing to its extremely rapid 
expansion to more than fifty times its pre-war size and to the 
tremendous amount of aeronautical surpluses which would re- 
main after the cessation of hostilities, “we find the aircraft 
industry faced with a sudden drastic post-war shrinkage.” 

“On V-Day we undoubtedly shall have the world’s biggest 
and most modern air force, but it will be largely obsolete, with 
respect not only to the most recent improvements in conven- 
tional aircraft types, but also to developments in jet propulsion 
and other radical changes,” it continued. “The temptation to 
rely on the size and quality of our existing air forces, neglect- 
ing the means by which they were produced and by which alone 
their continued development can be assured, will be great in 
the inevitable period of let-down following the end of hostilities. 

“In the absence of positive measures to counteract this 
tendency, there may be a complete interruption of military 
procurement for an unpredictable length of time. The present 
legal basis for continuing any war contracts after V-Day ap- 
pears tenuous by reason of a statutory requirement for termina- 
tion of war contracts where performance thereof is not needed 
for the prosecution of the war. If this continues to be our 
national policy, there will be complete interruption of military 
procurement for an unpredictable length of time. The effect of 
this policy on aircraft manufacturing companies would be that 
few, if any, could keep their vital research, engineering, labor, 
and management skills together. 

“The advisory committee, therefore, believes that no one 
who has given the subject consideration can doubt the desir- 
ability of the earliest possible decision on post-war policy re- 
lating to the aircraft industry. Every effort should be made to 
avoid repetition of the procurement policy under which, after 
the last war, the country’s aircraft manufacturers were forced 
virtually to suspend operations for many years.” 

Production of civilian-type aircraft would not be a suf- 
ficient substitute for the continued production of military types 
in the immediate post-war period, said the committee, adding 
that civilian production would fail to solve the military problem 
because of civilian craft being basically different from military 
craft and because present anticipated volume of civilian manu- 
facture would be entirely inadequate to maintain a nuclear 
manufacturing industry of the strength necessary for expan- 
sion in time of emergency. 

The committee suggested three standards for planning the 
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volume of military procurement immediately after V-Day: The 
amount of production necessary to provide current replace- 
ments for the air forces; the amount of production, in addition 
to civilian production, necessary to support adequate research 
and development, and the amount of production, in addition to 
civilian production, necessary to provide a peace-time plan: 
and personnel nucleus from which the industry could again be 
built up in time to meet an emergency. 

In directing attention to the report, the Aircraft Industries 
Association (formerly Aeronautical Chamber of Commerce) 
said the N. P. A. committee had interrupted a six months’ study 
of the aircraft industry to issue the interim report. It said the 
report was endorsed by the labor, business, agriculture and 
international policy committees of the N. P. A. 


SURPLUS AIRCRAFT 


The fifteenth allocation of surplus transport planes, non- 
standard to military specifications, has been announced by the 
Surplus Property Board. The transports allocated at this time 
include 14 of the Douglas DC-3 type, and two of the Lockheed 
Lodestar type. The Douglas planes were allocated to domestic 
applicants, as follows: American Airlines, Inc., 3; Eastern Air 
Lines, Inc., 1; Northwest Airlines, Inc., 2; Pan American Air- 
ways, Inc., 2; Transcontinental & Western Air, Inc., 3, and 
United Air Lines, Inc., 3. 

To date, 177 Douglas DC-3 type transports have been allo- 
cated. Domestic airlines have received 117 and foreign air- 
lines 60. 

One airline version of the Lockheed Lodestar (C-60), which 
the board recently declared again to be subject to allocation, 
was allocated to the Republic Oil Refining Co., and one was 
allocated to the Warren Petroleum Corporation. 

In addition, three Douglas B-23 twin engined bombers, 
converted to executive transports, were allocated to General 
Motors, Inc., for use by three of the company’s divisions. 


MAINE AIR CONFERENCE 


Dr. Irston R. Barnes, economic adviser to the Civil Aero- 
nautics Board, who represented the board at a conference on 
post-war air transportation held on Tuesday, August 7, at 
Augusta, Me., under the joint auspices of Governor Hildreth 
and the members of the Congress from Maine, said the confer- 
ence afforded an invaluable opportunity for the people of the 
state and for federal aviation and military officials to discuss 
the problems, the opportunities and the different viewpoints re- 
lating to air transportation’s future in Maine. The availability 
of airports, the prospects for enlarged commercial services, the 
opportunities to use air transportation to bring vacation travel- 
ers both to the popular seaside and lake resorts and to the more 
remote communities and camps of northern Maine, the possibili- 
ties of direct express flight to New York and other large cities, 
and the need for local and feeder services, Dr. Barnes said, 
were all involved in Maine’s plan for air services. 


BRANIFF SERVICE TO MEMPHIS 


Service by Braniff Airways over its extension from Okla- 
homa City to Memphis via Tulsa, Muskogee, Ft. Smith, and 
Little Rock, will be inaugurated on September 20, according 
to an announcement by T. E. Braniff, president. The route 
is an extension of Braniff’s route 15, serving Denver, Pueblo, 
Colorado Springs, and Amarillo, and will connect the Rocky 
Mountain area with the Southeast via the Memphis gateway 
for the first time in air transportation history. 


“REDEPLOYMENT AND TRANSPORT 


Commenting on the War Department announcement that 
twenty thousand returnees left Camp Kilmer, N. J., August 3 
and 4, with first class train accommodations in the largest single 
troop rail movement of the war (see Traffic World, Aug. 11, p. 
377), Robert S. Henry, assistant to the president, Association 
of American Railroads, said: 


While this is the greatest concentrated load handled in so short 
a time and for such long distances, it is, in fact, no more than typical 
of what is being done in the troop redeployment. 

In the week ending August 3, 1945, for example, there were 1,238 
organized troop movements on the railroads in the United States, 
involving the carrying of more than a quarter of a million men. Of 
these movements, 726 were made in sleeping cars, 512 in coaches. 
Most of the coach movements were for short journeys—165 for trips 
of no more than 12 hours, and another 183 for trips of no more than 
24 hours. The remaining 164 coach movements, for trips longer than 
24 hours, included only 49 which involved more than one night on 
the train. 

An interesting contrast to this movement of more than 1,200 
troop trains in the course of a fairly typical week is the fact that 
all the unfavorable publicity about the handling of troop trains has 
involved no more than a dozen trains. So far as we have been able 
to trace from newspaper and radio reports, the published complain‘ 
has centered around 11 movements, some of which were single ca! 
only. 
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To date, we have found 75,482 mechanics and 
drivers who wanted to be right, and more than 
5,000 operators — responsible for over 300,000 
vehicles — who wanted to know how to keep 
‘em running. 


All of these men have been contacted in 1,704 
meetings held in various sections of the country 
by Timken Axle Regional Representatives. 


This unique service is rendered without charge. 
It assures maximum performance from Timken 
Axle-equipped vehicles. It provides us with a 
constant source of operating data from the field. 
It makes available priceless help to vehicle manu- 
facturers, factory branches, dealers, and operators. 
This kind of practical assistance aids in selling 
vehicles, insures better performance and cuts 
maintenance cost. 


You Can Help, Too 
When buying new vehicles (1) analyze the job 
that each truck must do; (2) study specifi- 
cations, and buy your trucks to fit your jobs; 


(3) protect your investment by good maintenance 
and careful operation. If you do these three things, 
you'll insure better service and more profit. 


Vehicle manufacturers will be ready soon with 
new equipment to meet all your needs. And Tim- 
ken will be ready with the finest line of axles 
incorporating the greatest advances in the his- 
tory of the axle industry. Ask about the axles 
when you buy. Be sure you get Timken Axles. 


TIMKEN 


AXLES 


THE TIMKEN-DETROIT AXLE COMPANY, DETROIT 32, MICH. 
WISCONSIN AXLE DIVISION «¢ OSHKOSH, WISCONSIN 































































































































































































































































Damages—Invoice Value and Freight 
Charges 


New York.—Question: In 1933 we con- 
signed a shipment by truck to a Boston 
consignee. The entire shipment was lost 
en route. We filed claim for the value 
of the merchandise, plus transportation 
charges, as the shipment was prepaid. 

The carrier is willing to pay for the 
merchandise but refuses to refund the 
transportation charges, stating that we 
had replaced the merchandise and there- 
fore did not suffer a loss. 

We did replace part of the merchan- 


dise, but due to restrictions, were unable © 


to forward all of the items originally 
shipped. I have refused to accept the 
offer of a settlement until it includes 
transportation charges, as the consignee 
suffered loss due to their inability to 
make sales. 

I would like your opinion on this mat- 
ter. . 

Answer: Ordinarily the measure of 
damages for loss of or injury to goods 
is the market value at point of destina- 
tion, less freight charges if not paid. In 
numerous cases this principle is laid 
down, among which are the following: 
Y. & M. V. R. Co. vs. Shell, 265 S. W. 
758; Zimmers vs. Southern Ry., 92 Sou. 
437; Liberty Sales Co. vs. Director-Gen- 
eral, 198 N. Y. S. 253; Orange National 
Bank vs. Sou. Pac. Co., 110 Sou. 329; 
Waters vs. Beckers, 186 N. W. 167; For- 
est Green Farmers Elec. Co. vs. Davis, 
270 S. W. 394. 

In the voluntary settlement of claims, 
the invoice price is a convenient basis 
for determining the amount of the claim. 

If the origin invoice price is used, the 
freight charges should be added thereto, 
inasmuch as, if the destination price is 
used, they are included therein on the 
theory which underlies, as we under- 
stand, the use of the invoice value, 
namely, that it represents approximately 
the market value at point of destination. 

Where the market value at destination 
is used, the freight charges, if not paid, 
are to be deducted from the amount 
thereof, on the theory that the trans- 
portation of the goods results in enhanc- 
ing the value of the goods. If the origin 
invoice price without the addition of 
freight charges is used, the shipper 
necessarily is deprived of any enhance- 
ment in value of the goods resulting 
from the transportation of the goods 
and therefore should, in our opinion, 
receive in addition to the origin invoice 
price the amount of the freight charges 
which will result in an approximation 
of the market value at point of destina- 
tion. 


Notice of Claim—What Constitutes 


_ California.—Question: You have from 
time to time in your Questions and An- 






























































swers Section of the Traffic World given 
opinions relative to what constitutes the 
filing of a loss or damage claim. We 
recall one issue where it was stated in 
effect that, under the Dill of lading 
clause, a demand would have to be made 
on the carrier for a definite amount of 
money in order to constitute intention 
of filing or an act of filing a claim. 

The situation we are confronted with 
is where a consignee traced us for 
delivery of a shipment which, of course, 
gave full information as to the character 
of the shipment, the date, and the origin 
and destination. A postscript placed at 
the foot of the letter advised that, if the 
carrier was unable tolocate the shipment 
within a reasonable time, a claim would 
be filed for the shortage. 

In your judgment, is this statement 
sufficient to qualify as a claim under 
paragraph b, section 2, of the Contract 
Terms and Conditions? Your advice in 
this matter will greatly oblige. 

Answer: It is very generally held that 
the filing of a claim as required by the 
bill of lading is a condition precedent to 
recovery, and that the provisions of the 
bill of lading requiring notice of claim 
or the filing of a claim cannotbe waived. 
See Rogers & Co. vs. Eastern Carolina 
Ry., 118 S. E. 885; Browning-King & Co. 
vs. Davis, 199 N. Y. S. 775; Jenckes 
Spinning Co. vs. N. Y. N. H. & H. R. 
Co., 129 Atl. 815; G. F. @& A. Ry. Co. 
vs. Blish Milling Co., 241 U. S. 190, 36 
S. Ct. 541; C. & O. Ry. Co. vs. Martin, 
283 U. S. 209, 51 S. Ct. 453. 

As regards the sufficiency of a claim 
for loss of or injury to property shipped, 
the stipulation requiring such claim is 
given a reasonable construction, and it 
is very generally held or recognized that 
no particular form of claim is necessary, 
that neither formality nor _ technical 
exactness is necessary, and that a sub- 
stantial compliance with the stipulation 
is all that is required. 


There must, however, be at least a 
substantial compliance with the require- 
ment that a claim be filed. It must 
possess the characteristics of a claim, 
that is to say, it must amount to a de- 
mand for compensation. 


Prior to April 23, 1930, paragraph 11 
of Section 20 of the interstate commerce 
act permitted, and the uniform bill of 
lading provided for the giving of a notice 
of claim or the filing of a claim within 
specified periods of time. Since that 
date, the provision of the bill of lading 
has required the filing of a claim. 

A mere statement in a letter to a 
carrier declaring the intention of the 
claimant to file a claim at a later date 
is not, in our opinion, the filing of a 
claim within the provisions of Section 2, 
paragraph (b) of the present unif\rm 
bill of lading contract terms and condi- 
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tions. The letter should give such de- 
tails as those set forth in the decision 
in Bond Stores vs. Overland Package 
Freight Service, 13 N. Y. S. 2d 928, in 
which the court said: 


Although there have been numerous cases 
dealing with this subject, neither counsel nor 
the court has been able to find any case which 
sets forth, with any degree of preciseness, 
just what the essential elements of the claim 
are. Since this is an interstate shipment fed- 
eral law is binding on this question. The law 
with respect to claims has been set forth in 
the cases of Georgia, Florida & Alabama Ry. 
Co. vs. Blish Milling Co., 241 U. S. 190, 36 
S. Ct. 541, 60 L. Ed. 948; Anchor Line vs. 
Jackson, 2 Cir. 9 Fed. 2d 543; Browning-King 
& Co. vs. Davis, 120 Miscl. 520, 199 N. Y. S. 
775, and Dworsky vs. Pennsylvania R. R. Co., 
160 Miscl. 360, 289 N. Y. S. 931. It would 
appear that in order to constitute a claim the 
transfer agency should be ‘advised by the 
consignor or the consignee that, first, a loss 
has occurred, second, the nature of the loss, 
third, the nature of the shipment jinvolved, 
fourth, the approximate date of the shipment 
and its point of origin and destination, and 
finally, that the parties to the shipment ex- 
pect restitution or reimbursement. Conceded- 
ly, there is no requirement that any precise 
language be followed or that any detailed 
specifications be filed. If the above items are 
set forth clearly, although generally, the 
transfer agent has sufficient information at 
his command to enable it to make all proper 
investigations to protect its interests and to 
minimize, in so far as it is possible, its own 
a 

While nowhere in the correspondence does 
the plaintiff set forth the kind of merchan- 
dise contained in the carton, and quantity 
thereof, or the value which they attribute to 
the contents of this carton, there seems to 
be no requirement in law that they do so 
within the nine months’ limitation in order 
to establish a claim. The defendant insists 
in its letter of June 18 on supporting docu- 
ments but the plaintiff’s failure to comply 


with the request does not in law vitiate its 
claim. 


Delivery to Carrier—Liability of Carrier 


New York.—Question: Following the 
usual practice, the railroad pulled a 
loaded car from the shipper’s siding, but 
the bill of lading was not signed by the 
road haul carrier until the day follow- 
ing, due solely to the necessity for first 
submitting the bill of lading to the Rail- 
road Inspection Bureau for transit pur- 
poses. 


What is the railroad’s responsibility in 
case of loss by fire or otherwise from 
the time the railroad takes possession 
of the car until the bill of lading is 
signed? Would the liability of the car- 
rier be different before than after the 
expiration of the free time on the car? 


Answer: In order that the carrier may 
be charged with reference to the cus- 
tody, care and transportation of goods, 
it is essential that as bailee it shall have 
come into possession of the goods, which 
of course involves a delivery by the ship- 
per and an acceptance by the carrier, 
and until there has been such delivery 
and acceptance, by which the possession 
of the goods has been transferred from 
the shipper to the carrier, no liability 
of the carrier with reference to such 
goods arises. 


In the absence of special contract, 
custom or usage, it is not sufficient that 
the property is delivered on the carrier’s 
premises or placed in a position from 
which it might readily be taken by the 
carrier or its agent, but there must be 
notice to it or its agent, of the delivery 
and intention to place the goods in the 
care and custody of the carrier for trans- 
portation. 

Notwithstanding that the goods are in 
the actual custody of the carrier, its 
liability as such does not attach before 
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shipping directions are given. However, 
the liability of the carrier as common 
carrier begins with the actual delivery of 
the goods for transportation, and not 
merely the formal execution of a receipt 
or bill of lading; the issuance of a bill 
of lading is not necessary to complete 
delivery and acceptance. 

The risk of the carrier, as such, be- 
gins on delivery of the goods to it for 
immediate transportation, that is, as 
soon as the delivery is complete so as 
to place on the carrier the exclusive duty 
of seeing after their safety. Delivery 
cannot be complete if anything remains 
to be done by the shipper before the 
goods can be sent on their way; but if 
the thing to be done is something which 
it is the duty of the carrier to do, with- 
out further act on the part of the ship- 
per, then the liability of the carrier at- 
taches at once. After the carrier has 
received the goods for transportation it 
is liable as common carrier, not merely 
as warehouseman, although they have 
not yet been loaded for immediate car- 
riage. 


Reconsignment—Liability of Carrier for 
Failure to Reconsign Where No Tar- 
iff Provision Therefor 


District of Columbia.—Question: Your 
answer under the above caption, on page 
1764 of the Traffic World of June 30, to 
my question on the subject of reconsign- 
ment of shipments in the absence of a 
reconsignment rule has been noted. 

In Volume 2, page 1507, of Interstate 
Commerce Act Annotated prepared by 
Commissioner Aitchison for the Inter- 
state Commerce Commission you will 
find the following: 


201. Rate applicable in absence of privilege. 
In the absence of an applicable tariff pro- 
vision authorizing reconsignment, the com- 
bination of locals to and from the point of 
reshipment, and not the through rate, is the 
proper charge to be assessed. 


Supporting decisions of the Commis- 
sion are cited. Reference to them re- 
veals that the quoted language has not 
been used verbatim in the decisions but 
it represents the Commission’s interpre- 
tation of them and, I think, the proper 
interpretation. 


Perhaps the use of the term “recon- 
signment” serves to confuse. In cases of 
the kind which are being discussed prob- 
ably a better term would be reshipment 
or reforwarding. In fact, the following 
is found in the same volume of Interstate 
Commerce Acts Annotated immediately 
following the above quotation: 


While the governing tariff may authorize 
reconsignment at an intermediate point, if it 
did not authorize a stop-over at another in- 
termediate point at which the shipment was 
stopped and partly unloaded the further move- 
ment must be treated as a reshipment. 


Hold Company of Texas vs. S. P. 
Company, 128 I. C. C. 555 is cited. Para- 
phrasing the above, it might be said that 
the reconsignment or reforwarding of a 
shipment in the absence of a reconsign- 
ment privilege must be treated as a 
reshipment. 

The fact remains that reforwarding, 
reshipment or reconsignment in the ab- 
sence of reconsignment rules is and al- 
ways has been a regular practice. Com- 
bination rates, of course, are used and 
the terms and conditions of uniform bill 
of lading govern whether or not a new 
bill of lading is issued at the place of 
reshipment. 

Answer: In Chestnut vs. Chicago, B. 





& Q. R. Co., 208 I. C. C. 456, the Com- 
mission said: 


Where the original contract of carriage was 
entered into, and so long as the shipment was 
in the carrier’s possession thereunder, the 
contract was subject, not only to all applicable 
provisions of law, but also to all applicable 
tariff provisions, including those of defend- 
ant’s diversion or reconsignment tariff, and to 
an exercise of the shipper’s right under that 
tariff. In contemplation of law, all such pro- 
visions were part of the contract itself. Unless 
in fact and in law terminated by acceptance 
of delivery and removal of the shipment from 
the carrier’s possession, properly to be ac- 
companied by payment of all charges then 
and there due and payable, such a contract 
is subject to extension by amendment in some 
appropriate form pursuant to the provisions 
of the diversion or reconsignment tariff. 
Woodward & Son vs. Southern Ry. Co., 156 
I. C. C. 354, 356, 357. The facts and cir- 
cumstances surrounding the handling of the 
considered shipment clearly show that the 
shipment never left the possession or custody 
of defendant from the time it was received 
on February 5, until it was delivered to the 
consignee at Deadwood. The mere surrender 
and cancelation of the first bill of lading, 
which was a condition precedent to the ef- 
fectiveness of a diversion or reconsignment 
under the reconsignment and diversion tariff, 
did not in and of itself destroy that custody... 

This case is similar to Stetson, Cutler & 
ce mM. . t. . e.. 2. B. eo. .2.-C. C. 
3, 102 I. C. C. 471, wherein division 3 said: 

“But the definition of reconsignment clearly 
indicates that the shipment must still be in 
the custody of the carrier. These carloads 
never left the custody of the carrier until 
they were delivered at South Providence. If 
reshipment is to have any meaning differen- 
tiating it from reconsignment .. . the line 
of demarcation must be drawn there (and) if 
a shipper is to avail himself of the advantages 
of reshipment instead of reconsignment there 
must be two shipments without the carrier or 
his agent acting for the shipper.’’ 


The above statement clearly shows 
that a carrier’s agent cannot reship a 
car; that reshipping must be done by a 
party other than the carrier’s agent; 
that when the carrier’s agent acts for 
the shipper a reconsignment service is 
performed. If a reconsignment service 
is performed there should be tariff au- 
thority therefor; otherwise the service 
is illegally performed. 


Routing and Misrouting — Liability of 
Connecting Line for Misroute 


Wisconsin — Question: Last April 
we receipted to a shipper in Mil- 
waukee for a consignment billed on 
regular bill of lading, consigned to 
Columbus, Ind. The shipper’s bill of 
lading clearly shows Columbus, Ind., as 
destination and the markings on the 
shipment also indicated Columbus, Ind. 
Our bill clerk in error billed the ship- 
ment to Columbus, Ohio. The shipment 
was transferred to the connecting line 
at Chicago and was carried by them to 
Columbus, Ohio, as billed, rather than 
Columbus, Ind., as marked. Damage to 
the shipment resulted and it was neces- 
sary to return same to Milwaukee for 
repairs. Claim has been paid covering 
these repairs. 


The shipment was transferred to the 
connecting line at Chicago, moving on a 
collect basis and the connecting line paid 
us our proportion of the charges. The 
shipment was returned with advance 
charges from Milwaukee to Columbus, 
Ohio, and returned to Milwaukee. Upon 
delivery to us at Chicago of the return 
shipment, we advanced to the connect- 
ing line, total charges from Milwaukee 
to Columbus, Ohio, plus their proportion 
of the charges on the return movement. 


‘TRAFFIC WORLD 


Will you please advise me whether or 
not the markings on the shipment should 
have been checked by the connecting 
line and whether or not in your opinion 
they were as much at fault and should 
reimburse us for their proportion of the 
charges to Columbus, Ohio, and return 
to Chicago? Also, please advise if in view 
of the fact that the damage was in a 
great measure of a concealed nature, the 
connecting line should be called upon to 
assume their proportion of the claim? 

Answer: It is apparent that the ship- 
ment was misrouted. As to the liability 
of the connecting carrier, see the reports 
of the Commission in Duluth Iron Range 
R. R. Co. vs. Chicago, St. P. M. & O. Ry. 
Co., 18. I. C. C. 485; Atlantic Lumber 
Co. vs. Louisville & N. R. Co., 163 I. C. 
C. 598, and Wausau Southern Lumber 
Co. vs. Alabama G. S. R. Co., 182 I. C. C. 
731. Under the principle of these reports 
the connecting carrier has an obligation 
to demand routing instructions. 

The error in destination occurred in 
the billing of the shipment by your agent 
and not in bill of lading or marks on 
the package. 

We are inclined to the opinion that 
the connecting carrier is, under the re- 
port in Duluth Iron Range R. R. Co. vs. 
Chicago, St. P. M. & O. Ry. Co., 18 I. 
C. C. 485, liable for misrouting, in that 
it transported the shipment to a destina- 
tion other than that shown on the pack- 
age and in the bill of lading, instead of 
demanding instructions from the initial 
carrier as to the proper destination. 

While it is the practice of carrier 
members of the Association of American 
Railroads, Freight Claim Division, to 
prorate claims for concealed loss or 
damage, the prorating of the claims is, 
of course, a matter of agreement be- 
tween the carriers members of the as- 
sociation and not a legal requirement. 
In the absence of an agreement to pro- 
rate concealed loss and damage claims, 
the amounts of the claims must be paid 
by the carrier responsible for the loss 
and damage. 


Rates—Weighted Average Distance 


Illinois—Question: Will you please ad- 
vise reference to any ruling or decision 
of the Interstate Commerce Commission 
which defines the terms “weighted aver- 
age distances” and “simple-average dis- 
tances” ? 

Answer: In its report in Tex-O-Kan 
Flour Mills Co. vs. Abilene & S. Ry. Co., 
255 I. C. C. 5, the Commission on page 
11 states that the weighted average dis- 
tances offered by defendants are com- 
puted by multiplying the wheat produc- 
tion in bushels in each county in the 
origin group by the short-line distance 
from the county seat and then dividing 
the total bushel-miles by the total 
bushels. 


The following is an example: 


Miles Bushels Products 
70 10 700 
80 15 1200 
90 20 1800 

100 25 2500 
70 6200 


70)6200(88.8 weighted average dis- 
tance. 

A simple average distance is arrived 
at by adding the several distances and 
dividing the sum thereof by the. number 
of distances involved. 

This term is used on page 15 of the 
report referred to above. 
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Use National Freight 


Rate Service Book 


@ Now that the war is over, and 
the biggest problems in industry are 
just beginning, you will want every 
possible aid in your traffic depart- 
ment for up-to-the-minute operating . 
efficiency. That is where the Na- 
tional Freight Rate Service—at only 58 cents a week—fits into your 
traffic setup. Its primary virtues are quick finding and checking of rates. 


It gives you the best with advantages such as: accuracy, fast and 
easy to use, saves time looking through supplements, provides com- 
parisons of rates, well arranged and efficient rate authority, a great 
saving is doing away with need for traffic file and full-time employes 
to read and interpret tariffs. 


These are just a few of the many advantages of the NFRSB and you 
can acquaint yourself with it, at no obligation, on ten days’ trial. You 
can also have parcel post and express rates at less than 10 cents per 
week extra. 


NATIONAL FREIGHT RATE SERVICE 


Dowagiac, Michigan 


30 years of continuous up-to-the-minute rate information. 











FMC ACCORDION 
CONVEYORS 


REDUCE MATERIAL 
HANDLING COSTS 


AVAILABLE NOW! Sturdy, steady and de- 
pendable, flexible enough to meet scores of 
different material handling needs. Saves valuable 
man-hours — reduces handling costs...ends 
“aisle-jamming”’. Collapsible, gravity operation, ; 
can be quickly set for practically any curve or ; 
turn. Roller design keeps box on conveyor re- 

' 








gaidless of curves. For free literature on FMC 
standard and portable conveyors, address wi 
Dept. j. COLLAPSED , 


Foop MACHINERY CORPORATION 


RIVERSIDE DIVISION: RIVERSIDE, CALIFORNIA 





This Signal Corps photo shows a 
Mee GMC truck by-passing a blown-out ™F 
bridge and blasted anti-aircraft gun. 



































You could scarcely call this battle-scarred route a 
road, but the GMC Army truck with its powerful 
“270” engine driving through all six wheels takes it 
in stride. A GMC is powered for punishment . . . 
built to work under the most adverse conditions 
where bombs have blasted roads and bridges .. . 
where rains have made a sea of mud . . . where ex- 
treme temperatures make it “tough going” for any 
vehicle. A GMC can “take it’? under fire, too. 
During a recent invasion, an exploding enemy shell 
damaged chassis and body of a GMC. But despite 
the damage, it carried load after load of supplies 
before a maintenance crew had time to make re- 
pairs. In every theater of war, this fighting repu- 
tation is being multiplied a thousandfold. For the 
“six-by-six”” and other GMC Army trucks and 
*‘Ducks”? number over 575,000. 


In addition to being one of the largest 
producers of military vehicles, GMC 

builds many commercial trucks for es- 

sential users. Civilian GMCs are powered 

by engines of the same basic design as the 

famous ‘‘270,’’ used in the GMC ‘‘six- , # 
by-six’’... the‘‘ Workhorse of the Army.”’ ‘* ‘ee 


INVEST IN VICTORY .. . BUY MORE WAR BONDS 


GMC TRUCK & COACH DIVISION 
._ GENERAL MOTORS 2 


HOME OF COMMERCIAL GMC TRUCKS AND GM COACHES... 
VOLUME PRODUCER OF GMC ARMY TRUCKS AND AMPHIBIAN “DUCKS” 
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Honors to General Gray 


Brigadier General Carl R. Gray, Jr., of St. Paul, Minn., 
director general of the military railway service in Europe, re- 
cently received the Legion of Honor, grade of chevalier, in a 
formal ceremony in the courtyard of the Invalides from Gen- 
eral d’Armes Alphonse Juin, chief of staff of the French army. 
Gen. Gray was one of 27 high-ranking American officers to be 
decorated for their wartime service to France. 

Gen. Gray arrived in southern France in August, 1944, and 
since February, 1945, has commanded both the First and Sec- 
ond Military Railway Services, Transportation Corps, in Eu- 
rope. For his earlier services in North Africa and Europe, he 
has received the Legion of Merit for North Africa; the Order 
of the Crown of Italy; the Distinguished Service Medal for 
Italy and southern France; and the order of the British Em- 
pire, grade of commander, for service as Allied Forces military 
railway chief in Sicily and Italy. 

Gen. Gray was general manager and then executive vice- 
president of the Chicago, St. Paul, Minneapolis and Omaha 
Railroad. 

Gen. Gray was also recently honored by the 708th Railway 
Grand Division, which presented to him a captured German 
2-10-0 condensing type locomotive, in a ceremony at a U. S. 
Army Transportation Corps rail installation in Kassel, Ger- 
many. Colonel William S. Carr, of New Haven, Conn., former 
employe of the New York, New Haven & Hartford Railroad, 
made the presentation on behalf of the 708th and its attached 
battalions. 


In a study compiled at general headquarters of the mili- 
tary railway service of the Transportation Corps in Paris, it 
was found that officers have averaged 11.98 years of railroad 
experience, and that enlisted men have averaged 2.64 years. 
Ten officers and enlisted men have over 20 years each of rail- 
roading experience. The ten men, all now serving with the 
military railway service of the Transportation Corps in the 
European theater, are: 


Sergeant Frank V. Chojnacki, Chicago, Ill., formerly employed by 
the Alton Railroad; First Lieutenant Eugene P. Rowe, Springfield, 
Tll., Alton; Sergeant Harold L. Richards, Owosso, Mich., Ann Arbor; 
Private William E. Shaver, Maywood, Miss., Burlington; First Lieu- 
tenant Jeff H. Stringer, Amarillo, Tex., Burlington; Technical Sergeant 
George A. West, Minneapolis, Minn., Bangor and Aroostock; Sergeant 
Elmer O. Pryor, Loyall, Ky., Belt Railway Co.; Lieutenant Colonel 
Edward L. Faulecomer, Greensboro, N. C., North Carolina, Atlantic & 
Yadkin; and First Lieutenant Francis E. R. LaRue, Anchorage, Alaska, 
Alaska Railroad. 





Pamphlet on A. A. R. 


The Association of American Railroads has issued a pam- 
phlet telling about its organization and activities. As explained 
in the pamphlet, the A. A. R. has many divisions and sections. 
Though its headquarters are in Washington, D. C., important 
association activities are carried on in offices outside Wash- 
ington. 

The operations and maintenance department, with head- 
quarters in Washington, has seven divisions, one bureau, and 
two special committees, dealing with various phases of railroad 
operations. Within this department is the operating-transpor- 
tation division with headquarters in Chicago which has eight 
sections as follows: Operating section, New York; transporta- 
tion section, Chicago; freight station section, Chicago; freight 
loading and container section, Chicago; medical and surgical 
section, New York; protective section, New York; safety section, 
New York; communications section, New York; fire and insur- 
ance section, New York. 

Other divisions in the operations and maintenance depart- 
ment are the engineering division with headquarters in Chicago; 
the mechanical division with headquarters in Chicago; the pur- 
chases and stores division, with headquarters in Washington; 
the freight claim division with headquarters in Chicago; the 
motor transport division with headquarters in Washington; the 
car service division with headquarters in Washington; the 
Bureau for the Safe Transportation of Explosives and Other 
Dangerous Articles with headquarters in New York; the com- 
mittee on automatic train control and signals, with headquar- 
ters in Washington, and the joint committee on grade crossing 
protection with headquarters in Washington. 

Other association offices in Washington are: law depart- 
ment, research department, traffic department, finance, account- 
ing, taxation and valuation department, Bureau of Railway 
Economics, competitive transportation research, and public re- 
lations. 

Outline of Functions 


General information about the association is set forth in 
the introduction to the pamphlet which follows: 






TRAFFIC WORLD 





The Association of American Railroads is the organization of the 


principal railroads of the United States, Canada and Mexico, for 
dealing with matters of common concern in the whole field of rail- 
roading: operations, maintenance, engineering, research, traffic, ac- 
counting and finance, valuation, taxation, law and legislation, trans- 
portation economics, and relations with the public. 

The association is the ‘‘lineal descendant’’ of such earlier organiza- 
tions as the Time Conventions formed in 1872, and the General Time 
Conventions, which, in 1883, established the system of standard time 
by which the whole nation now lives; the Master Car Builders’ Asso- 
ciation, formed in 1867, which established the standardization of freight 
cars, thus making possible their free movement from railroad to 
railroad throughout the country; and the Railway Accounting Officers’ 
Association, formed in 1888, which helped to develop uniform railroad 
accounting. 

These and numerous other organizations of railroad men working 
together for the better performance of the railroads’ job of trans- 
portation are now parts of the Association of American Railroads, 
which was created by the merger in 1934 of the American Railway 
Association, the Association of Railway Executives, the Railway Ac- 
counting Officers’ Association, the Railway Treasury Officers’ Asso- 
ciation, the Bureau of Railway Economics, and other organizations. 

Almost every phase of railroading is touched by the work of the 
Association of American Railroads: For example, in the one field of 
the movement of freight between two or more railroads, the Associa- 
tion, through its appropriate divisions, has set up and maintains the 
standards which make equipment available for wide interchange; di- 
rects the daily flow of freight cars, loaded and empty, from railroad 
to railroad, and marshals fleets of various types of cars to meet sudden 
or peak demands, such as the movement of troops and military sup- 
plies, the handling of a huge grain crop, or coping with a great 
disaster; establishes and maintains the basis on which cars away from 
‘“‘thome”’ are repaired and on which such repairs are paid for; arranges 
rules for the remittance to each railroad of its propert share of the 
revenue collected; and arranges for the apportionment among the 


different railroads concerned of payments for loss and damage to 
freight in transit. 


Research Activities 


In addition to these and like activities in almost every aspect of 
day-by-day railroad operation, the Association of American Railroads 
continues the joint research on common problems which has been 
going on for more than half a century to develop better, safer and 
more economical transportation. Improvements in steel rail, couplings, 
draft gear, brakes, freight car trucks, as well as freight and passenger 
car wheels and other parts that go to make up the nation’s vast 
railroad machine, including motive power and light weight cars of 
various types, are constantly being subjected to laboratory and other 
tests by the association and its members. Altogether, 267 committees 
in the various departments of the association are at work on a great 
variety of problems in the production of continually better transporta- 
tion. The railroads also participate in the research carried on by 
many of the manufacturers of the 70,000 different items of materials 
and supplies which railroads use. 


The railroads of the United States, Canada and Mexico which are 
members of the association represent 93 per cent of the mileage in 
these countries, and 97 per cent of the business handled by railroads. 
Numerous other railroads in North America and all over the world are 
associate members, receiving the benefit of the reports of the associa- 
tion’s technical and research committees. 

The member-roads of the association elect annually a Board of 
Directors of seventeen railroad chief executive officers. The president 
of the association is an ex-officio member of the board. Headquarters 


of the association are in the Transportation Building, Washington, 
BRB. €. 





U. S. Rail Expert to Colombia 


The transportation department of the Office of Inter-Ame1- 
ican Affairs has announced that, at the request of Columbia. 
Herman D. Knecht, who.had served 34 years in the engineering 
department of the Missouri Pacific Railroad, has been assigned 
to work with Colombian engineers on rail transport problems. 
Mr. Knecht, a specialist in transportation efficiency, said the 
announcement, had lately been engaged in research and post- 
war planning. Continuing, it said: 


Mr. Knecht will make his headquarters in Cali, Colombia. Other 
United States railroad specialists may be assigned to join him in 
Colombia as needs arise. 

A graduate in civil engineering at the University of Kansas, Mr. 
Knecht long has been a student of transportation problems in the 
other American republics, as well as in the United States. He has 
traveled extensively in Mexico. 

This assignment to Colombia is one of a series of similar arrange- 
ments made by the transportation department of the Office of Inter- 
American Affairs with other American republics. Previously railroad 
missions were sent to Mexico, Bolivia and Ecuador. 

The assignments are part of a program of cooperation between 
the United States and the other American republics on transport 
problems arising out of wartime deterioration of hemisphere transport 
and urgent needs for technical aid and equipment to handle wartime 
traffic. 

In the other American republics, as in the United States, railroads 
have been called upon to handle an increased traffic burden as 2 
result of the diversion of shipping to war tasks and curtailment in 
motor transport. 


Meanwhile, in view of the difficulty of obtaining additional equip- 
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MEMO TO MOTOR CARRIERS 


“Tratfic 
Managers : 
‘illeg & La Fayette 
Want More — -* 
Indianapolis, 
Maps” IN DI 
sue 
And HORDER’S 
Can Supply 
Them 


@ Maps help traffic men select carriers and route 
freight. 


@ Our Map Department provides the most com- 
plete service obtainable in the Middle West. 


@ You can select just the map you need—standard 
black and white map of the U. S., regional or 
sectional map, or the map of a particular State— 
mark your routes on it, then have it reproduced 
for your use. 


@ Write for map circular to 


HORDER’S, INC. 


All Telephones FRAnklin 6760 


* U. S.-Canadian Port of Entry and Gateway 
for Connection with Canadian Pacific Ry. 


INTERNATIONAL 





Norrawesy and Guava 


CHICAGO . Mitwosteways for 


TRANSPORTATION 


for Dependable 


W AREHOUSING 


and Merchandise Distribution in 


e CHICAGO 
e KANSAS CITY 
e LOS ANGELES 


use the unsurpassed facilities of 


CROOKS 


TERMINAL WAREHOUSES, inc. 


Chicago—433 W. Harrison St. 
Kansas City—1104 Union Ave. 
New York Office—271 Madison Ave. 


associated with 
OVERLAND TERMINAL WAREHOUSE CO. 
1807 E. Olympic Blvd., Los Angeles 


for additional detailed information see 
TRAFFIC WORLD WAREHOUSE SECTION LISTINGS 
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CLIPPER EXPRESS 


means International 


WE eee 


by PAN AMERICAN 


In the future, international Air Express car- 
ried by Pan American will be referred to as 
“Clipper Express.” If you have a shipment to 
be picked up, call Railway, Express Agency, 
Inc. They offer FREE pick-up at 6,000 points 
within the U.S.A. 


PAN AMERICAN 


WORLD AIRWAYS 
The System of the Flying Ch ers 


Si Md R YW Me CG, WAR-TIME AMERICA 
EEK R En 14 STATES 
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ond -- > ce Rock 
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Backing them to win 


A mechanical officer of a large 
western railroad recently wrote 
us as follows: 


“Your bearings are right down on the firing line on 
our railroad and our officers and employees are 
right down there with them every day; watching 
their trouble-free performance, helping them to do 
a better job, to set new records of performance.” 


Timken Bearings ask no special favors; need no “nursing”. 
All they expect is a chance to show what they can do. 
However, an attitude like that expressed in the above 
quotation is a big help. 


THE TIMKEN ROLLER BEARING COMPANY, CANTON 6, OHIO 
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ment, railroads have sought to improve their operating efficiency ir 
order to obtain better use of available equipment. 

Mexico, with the aid of United States technicians, has carried on 
during the war a large-scale program of rehabilitation and improve 
ment to facilitate movement of strategic materials and other wartim« 
traffic loads. ‘ 

Besides the rail men, requests have been received for highway 
transportation specialists in Venezuela, Ecuador, Colombia, Peru, Mex 
ico and Central American republics. These requests were filled. 

In addition, a combined mission of river transport and highway 
technicians was assigned to Paraguay to study that country’s transport 
problems. 

The largest of these missions was the group of railroad specialists 
assigned to Mexico. This group was first headed by Oliver M. Stevens, 
on leave from the Missouri Pacific Railroad, and later by Elliot V. 
Vandercook, on loan from the Southern Pacific Railroad. At one time 
the Mexican mission numbered about 57 rail technicians. 






































HILTON JOINS TRAFFIC WORLD 


M. P. (Matt) Hilton has been appointed Circulation Di- 
rector for the Traffic Service Corporation, Chicago, publishers 
of the Traffic World, World Ports, Traffic Bulletin and Daily 
Traffic World and Traffic Bulletin. 

Mr. Hilton is well-known in traffic and shipping through 
his affiliation with the College of Advanced Traffic of Chicago, 
a nationally known transportation educational institution. He 
was assistant to the dean of the college, in charge of publicity 
and promotional matters, a position he held since 1940. Before 
joining the staff at the College in 1938 as registrar, he was 
engaged in promotional activities in the eastern and mid-western 
states for Vocational Service, Inc. He is a member of The Traffic 
Men’s Association of America, the Alumni Association of the 
College of Advanced Traffic and the Junior Traffic Club of 
Chicago. He assumes his new duties with the Traffic Service 
Corporation September 1. 

W. H. Anderson has joined the Traffic Service Corpora- 
tion staff as assistant to the circulation director. He has just 
spent four and one-half years in the United States Army Air 
Corps. He was a first lieutenant administrative officer, and 
spent 22 months in Alaska and the Aleutian Islands. Before 
going into service, he worked for the University of Chicago, 
International Business Machines, and Continental Casualty 
Company. 
































TRANSFER OF HARRY P. RAYMOND 


Secretary Bartel, of the Commission, has issued a notice 
that Harry P. Raymond, district director, district 3, Philadel- 
phia, Pa., has been transferred to be district director in charge 
of district 5 at Charlotte, N. C., succeeding Harry B. Rubey, 
deceased. Mr. Raymond, according to the notice, has been in 
charge of the Philadelphia district since September, 1942, hav- 
ing entered the service of the Commission’s Bureau of Motor 
Carriers in 1936 as district supervisor. He was transferred to 
Philadelphia during the temporary assignment of M. Richard 
Stickel to the Office of Defense Transportation. Mr. Raymond 
was formerly general manager of Peninsular Transit Co. for 
about eight and one-half years. 












N. P. RAILROAD RADIO TEST 





The Northern Pacific Railway, in cooperation with the 
Bendix Radio Corporation, is engaged in a two-months’ test of 
railroad radio communication which will extend over the en- 
tire main line between Puget Sound and the Twin Cities, F. L. 
Steinbright, superintendent of telegraph for the railroad, has 
announced. Switching tests were started July 17 at Seattle to 
determine if satisfactory communication can be maintained 
between a fixed station and switch engines at various points 
within the Seattle industrial area. The second phase will be 
road tests between the caboose and locomotive of a freight 
train over the entire main line. “It appears now that because 
of War Production Board restrictions, radio equipment will not 
be available to railroads until sometime after January 1,” Mr. 
Steinbright said, “but by making extensive tests now, Northern 
Pacific will be ready to make permanent installations when 
equipment is available, if the results of the tests justify our 
installing such equipment.” 


BENDIX CONVERSION TO PEACETIME 


Plants of the Bendix Aviation Corporation which in peace- 
time was engaged in production of automobile components can 
convert to automotive production in a relatively short period 
of time, Ernest R. Breech, president, announced in a statement 
released on V-J Day. “Availability of necessary materials wil 
probably be the only limiting factor, as plants have continued 
to produce war goods of automotive nature. Volume production 
can be accomplished gradually over a few months,” said Mr. 
Breech. 

The Bendix Radio division is ready to start production of 
peacetime radio products almost immediately., From a pre- 
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war level of 8,000 employes, company employment reached a 
peak of over 70,000, Mr. Breech reported. 


A. C. F. “SLUMBERLINER” COACH 
The American Car and Foundry Co. has announced that 


production of its new “slumberliner” coach for overnight travel 
is now under way. According to the company, the design of 
the coach, while offering maximum revenue to the railroads, 
provides attractive and luxurious accommodation for passen- 
gers, and many features not heretofore encountered in coach 
transportation. Among such features are: Improved washroom 
facilities; a vanity room for women; improved seating with an 
ashtray at each seat; individually controlled day or evening 
lighting; full-visioned doors that operate automatically; indi- 
vidual lockers; and a new type of fully-enclosed baggage rack. 





No. 


No. 


No. 


29365, Meron Gravel Co., Indianapolis, Ind., vs. Illinois Central et al. 
Rates on sand and gravel, from points in Indiana to points in 
Illinois, in violation of sections 1 and 3. Asks cease and desist 


order, rates. (Lawrence W. Moore, 1028 City National Bank Bldg., 
Omaha, Neb.) 


. 29366, Sub. 1, Armour & Co., Chicago, Ill., vs. Abilene & Southern 


et al. 


Alleges charge of 3 cents a hundred pounds as a bridge toll or 
river crossing charge, on shipments of livestock destined to Mem- 
phis, Tenn., from points west of the Mississippi River in violation 
of section 1. Asks cease and desist order, rates, and reparation of 
$5,000. (Paul E. Blanchard, 4301 S. Racine Ave., Chicago 9, Ill.) 
29367, E. J. Stanton & Son, Los Angeles, Calif., vs. A. T. &S. F. 
et al. 

Rate on two carloads of spruce lumber, shipped July 3, 11, and 
13, 1942, from Junction City, Wash., to Wichita U. S. Yards, Kan., 
based on an ‘‘assumed combination rate,’’ in violation of sections 
1 and 6. Asks cease and desist order and reparation or direct refund 
of $498. (E. W. Cox, 541 S. Spring St., Los Angeles, Calif.) 

29368, Albers Milling Co., Seattle, Wash., vs. Atlantic Coast Line 
et al. 

Alleges rates on phosphatic clay, carloads, shipped from points 
in Florida to destinations in Washington, Oregon, and California, 
between July 19, 1943, and April 20, 1944, in violation of sections 1 
and 6. Asks cease and desist order, rates, and reparation. (D. H. 
Marken, 111 W. Massachusetts St., Seattle, Wash., and C. S, Con- 
nolly, 453 W. Second St., Oconomowoc, Wis.) 


. 29369, Detroit Lakes Gas Corporation, Detroit Lakes, Minn., vs. 


Alton Railroad et al. 


Alleges charges on carload shipments of liquefied petroleum gas 
since August 3, 1943, from stations in Oklahoma and Texas to 
Detroit Lakes, Minn., based on estimated weight of 6.6 pounds 
a gallon, to the extent they exceeded rates based on estimated 
weight of 4.7 pounds a gallon, in violation of section 1. Asks cease 
and desist order, rates, and reparation of $12,000, with interest. 


(Sol Fligelman, Pres., Detroit Lakes Gas Corporation, Detroit 
Lakes Minn.) 


. 29369, Sub. 1, Wahpeton Gas Co., Wahpeton, N. D., vs. A. T. & 


Ss. F. et al. 


Alleges charges on carload shipments of liquefied petroleum gas, 
since August 10, 1943, from stations in Oklahoma and Texas to 
Wahpeton, N. D., based on estimated weight of 6.6 pounds a gallon, 
to the extent they exceeded rates based on estimated weight of 
4.7 pounds a gallon, in violation of section 1. Asks cease and desist 
order, rates, and reparation of $6,000, with interest. (Sol Fligelman, 
Pres., Wahpeton Gas Co., Wahpeton, N. D.) 


. 29371, City of Sioux Falls, S. D., vs. Chicago, Burlington & Quincy 


Railroad Co. et al. 

Alleges rates on crude petroleum oil, used for Diesel-engine fuel 
from Texas points to Sioux Falls, in violation of section 1. Iden- 
tical subject presented by complainant in informal complaint No. 
410224, dated February 16; declined by Commission, July 10. Asks 
cease and desist order, rates, and reparation. (S. W. W. Carr, 
100 West 10th St., Sioux City, S. D.) 


. 29372, Southern Acid & Sulphur Co., St. Louis, Mo., vs. Alabama 


Great Southern Railroad Co. et al. 

Alleges rates on numerous carloads of ground crude phosphate 
rock, shipped from points in Florida to North Little Rock, Ark., 
‘‘under a complicated and confusing method of combining with 
the rates in effect from the origin, points named to Memphis, 
Tenn., a so-called class arbitrary in effect from Memphis to North 
Little Rock, Ark., aggregating $7.044 per ton of 2,240 pounds...”’ 
in violation of sections 1, 3, 4, and 6. Asks cease and desist order, 


rates, and reparation. (William E. Rosenbaum, 952 Cotton Belt 
Bldg., St. Louis 2, Mo.) 


You may either write o: wire our Washington office 


for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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Your Post-War Competition 


for 
TRAFFIC 





Will you be ready for the keen competition cer- 
tain to come for Traffic jobs after the war? Jobs 
are plentiful now but will they be when former 
Traffic men come out of the armed services and 
from war production? 

One way to make your chances surer is to pre- 

are yourself thoroughly now—to build your 
owledge and ability quickly. 

Write for our free 48-page booklet telling how 
our home study training in Traffic Management 
has helped hundreds of men now successful, how 
it can help you interestingly, speedily, at mod- 
erate cost. No obligation. 


LaSalle 


EXTENSION UNIVERSITY 


A Correspondence Institution 


417 S. Dearborn St., Dept. 895-TA Chicago 5, Illinois 
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H. K. McNamara has been appointed 
acting assistant general freight agent, 
with headquarters at Los Angeles, for 
the Santa Fe Railway. He succeeds 
Rodger Spahr, temporarily assigned to 
special duties, with headquarters at St. 
Louis, Mo. 

* * * 

Roy Siemers, traffic manager, Post 
Products Division, General Foods Cor- 
poration, Battlecreek, Michigan, died of 
a heart attack August 13. Earl Meritt 
of the general traffic department at New 
York will be acting plant traffic man- 
ager at Battlecreek pending appointment 
of a successor to Mr. Siemers, to be 
made from the General Foods traffic 
organization. 

* * * 

P. H. St. Charles, after 26 years of 
service in the traffic department of the 
Vermont Marble Co., Proctor, Vt., has 
resigned to become traffic manager for 
the American Tissue Mills, Holyoke, 


Mass. 
ES * * 


George O. Cumberland, assistant traf- 
fic manager at Wilmington for the Con- 
solidated Steel Corporation, Los Angeles, 
has resigned to return to service with 
the Union Pacific Railroad. All Wilming- 
ton traffic activities are in charge of 
Arnold H. Bradford as assistant traffic 
manager. 

* * * 


E. H. Smart has been appointed com- 
mercial agent, Savannah, Ga., for the 
Seaboard Air Line Railway. The posi- 
tion of freight traffic representative, 
formerly held by H. G. Glaiber, retired, 
is abolished. 

* * * 

I. F. Vavra, formerly associated with 
Universal Carloading & Distributing Co. 
and Curtiss Candy Co., has been ap- 
pointed traffic manager of the Louis 
Milani Foods, Chicago. 

* * * 


O. B. Cloudman, formerly manager at 
Mobile for Alcoa Steamship Co., Inc., 
has been appointed Gulf traffic manager, 
with headquarters at New Orleans. J. A. 
Allain, formerly operating manager in 
Mobile, succeeds Mr. Cloudman as man- 
ager at Mobile. H. L. Hargrove, for- 
merly in the operating department in 
New York, succeeds Mr. Allain as oper- 
ating manager at Mobile. 

* * * 

Charles H. Heath has been appointed 
general freight agent for Republic Car- 
loading & Distributing Co., Inc., for 
the northern and central section of Mich- 
igan with headquarters at Detroit. Mr. 
Heath was formerly assistant manager 
of Universal Carloading Co. at Detroit. 

* * * 


William A. Hillman has been appointed 
export and import agent, New York 
Central System, with headquarters in 
Chicago. 

* * * 

Ottis O. Albritton has been promoted 
to assistant to the vice-president of the 
Illinois Central System in charge of 
purchases and stores, with headquarters 
in Chicago. Hugo V. Gamper has been 


appointed assistant general purchasing 
agent, Chicago. 


C. R. Opsahl has been appointed su- 
pervisor of station service of the North- 
ern Pacific Railway, with headquarters 
at St. Paul. Mr. Opsahl has been assis- 
tant supervisor of station service since 
last February. He succeeds the late 
H. A. Carkin. 

* * * 

Wesley D. Soulier, vocational agricul- 
ture instructor at Orem, Utah, has been 
appointed agricultural agent for the 
Union Pacific Railroad, to succeed Ed- 
ward E. Davies September 1. Mr. Soul- 
ier’s territory will include Utah, Nevada 
and California, with headquarters at 
Salt Lake City. 

* * * 

Following his resignation as foreign 
economic advisor of the planning divi- 
sion, Army Service Forces, Gerald K. 
Berkey has returned to the American 
Express Co. as liaison officer on traffic 
matters between the company’s New 
York and European offices. Mr. Berkey 
has left for Europe to accelerate the re- 
establishment of company traffic serv- 
ices there. 

* * * 

Captain Walter E. Aebischer, Colum- 
bus, O., has been promoted to the rank 
of major. Major Aebischer is assistant 
chief of the storage division in the Engi- 
neer Supply Section of the Army Serv- 
ice Forces Depot, Columbus. He was 
formerly commerce assistant to the gen- 


Major Sidney J. Altman, officer in 
charge of induction and recruiting for 
the Marine Corps in Los Angeles and a 
veteran of action at Bougainville and 
Guam, spoke on “The Marine Corps” at 
the August 13 meeting of the Los An- 
geles Transportation Club in the Bilt- 
more Hotel. The club held a golf tourna- 


ment August 17 at Inglewood Country 
Club. 


The Indianapolis Traffic Club will hold 
a golf tournament August 29 at the 
Ulen Country Club, Lebanon, Ind. Abe 
Curtis is chairman of the tournament 
committee. 


Robert J. Bayer, editor of Traffic 
World, will be the speaker at the first 
fall meeting of the Clearing-Cicero Traf- 
fic Conference, September 13, in the 
Clearing Industrial Club rooms. 


The Nashville, Tenn., Traffic and 
Transportation Club held a buffet supper 
August 17 in the Moose Hall in the 
Exchange Bldg. Proposals were pre- 
sented by the constitution and by-laws 
committee. 

The Berkshire County, Mass., Traffic 
Association will hold its annual golf 
tournament and clam bake September 12 
at the Pittsfield Country Club. Follow- 
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eral traffic manager of the A. & P. Tea 
Co. at Yonkers, N. Y. 
* * * 

Harold K. Turner has been named 
manager of the Dearborn branch of 
Ford Motor Co., succeeding Harry A. 
Mack who has been transferred to Dal- 
las as regional manager. A. G. Coulton 
will remain as an assistant manager at 
the Dearborn branch. 

* * * 

Colonel Reeder G. Nichols, formerly 
chief, Civil Aeronautics Administration 
air carrier radio section, has been dec- 
orated by the army with the Legion of 
Merit for his work in installing radio 
facilities in the Pacific. 

* * * 


E. M. Schultheis, in charge of auto- 
motive equipment sales in the Detroit 
office of Clark Equipment Co., has been 
appointed manager of automotive sales 
for the company, with headquarters in 
the company’s general offices at Bucha- 
nan, Mich. Leo A. Bixby has been named 
manager of engineering for the automo- 
tive divisions. Mr. Bixby’s activities will 
concern company plants at Berrien 
Springs, Jackson and Buchanan. Charles 
H. Warner has been appointed manager 
of the company’s office in Washington, 
D. C. During the war, Major Warner 
served in the office of chief signal offi- 
cer, Intelligence Section, and on the 
combined chiefs of staff. 

* * * 


E. A. Lofquist, a graduate of the U. S. 
naval academy and until recently on 
active duty as a captain in the U S. 
Navy, has been appointed a special rep- 
resentative for the sales department, 
American Car & Foundry Co., with of- 
fice in Chicago. 


ing are the committee chairmen: Clar- 
ence C. Decker, golf; William R. Sage, 
entertainment; Remington Elting, re- 
ception. President James J. Knox will 
preside at the dinner. 


The Evansville, Ind., Transportation 
Club held a stag August 15 at Bauer’s 
Grove. 


The Traffic Club of Chicago will hold 
its final golf outing of the 1945 season 
on August 21 at the Olympia Fields 
Country Club. F. J. Wasson is chairman 
of the sports and pastimes committee. 


The Omaha Traffic Club held its an- 
nual summer dance August 16 at Peony 
Park. Carl Boyner and Al Lierk were 
chairmen. The club’s school will start 
its tenth year the week of September 10, 
with classes in first year traffic, second 
year traffic, advanced traffic, and motor 
carrier rates. Classes are open to all 
paid-up members and to discharged war 
veterans. D. R. Alderman is educational 
chairman. 


Anna May Kenning, Omaha regional 
office, St. Louis ordnance district, was 
installed as president of the newly or- 
ganized Omaha Women’s Traffic Club, at 
a banquet July 11 at the Blackstone 
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Hotel. Other officers installed by L. F. 
Binkley, assistant general freight agent 
of the Missouri Pacific Lines, were: First 
vice-president, Estelma Felton, 7th zone 
transportation; second vice-president, 
Victoria Skrupa, Armour & Co.; record- 
ing secretary, Dorothy Petersen, Great 
Western Railway; corresponding secre- 
tary, Ann Shockey, Denver-Rio Grande 
Western; treasurer, Helen Meyer, Mid- 
Continent Airlines; board of directors, 
two years, Josephine Kerns, Watson 
Brothers, and Fern Reilly, Orchard & 
Wilhelm Co.; one year, Helen Abraham, 
Western weighing and inspection bureau, 
and Alice Schooter, Washburn Wilson 


Seed Co. Bobbye Hall of Watson 
Brothers had charge of the affair. 


The Junior Traffic Club of Chicago 
will hold its final golf outing August 23 
at Calumet Country Club, where the 
playoff for the club championship will 
take place. Ken Wilson, Northern Pa- 
cific Railway, is chairman of the club’s 
golf committee. 


The Transportation Club of St. Paul 
will hold its annual golf tournament 
August 21 at the Midland Hills Golf 
Course. Bob Malmquist and Bob Edberg 
are chairmen of the affair. 


NOTE—Items in the docket marked with an asterisk (*) have been added since the last issue 
of THE TRAFFIC WORLD. New assignments now on the Commission’s docket of dates later 
than herein shown will not bear asterisks when they do appear. Current cancellations and 
postponements announced too late to show the change in this docket will be noted else- 


where. 


August > N. Y.—Hotel DeWitt 
Clinton—Examiner Schutrumpf: 

Finance 14967—Appl. Saratoga & Schuyler- 
ville RR. for authority to purchase Sara- 
toga-Schuylerville branch of Boston & 
Maine and for authority for S. M. Pinsly 
to acquire control of Saratoga & Schuy- 
lerville RR. 


Finance 14969—Appl. of Saratoga & Schuy- 
lerville RR. for authority to issue 1000 
shares of common capital stock. 

Anca _— Wis.—State Comm.—Jt. 


MC 1494, Sub. 4—Gross Common Carrier, 


“America’s Most Modern Port” 


The 


ort of olong beach, 
Caltfornia 


Inc., Wisconsin Rapids, Wis., certificate 
to extend operations. 


August 22—Brookin, N. Y.—Hotel St. George 
—Examiner Schutrumpf: 

Finance 14920—Appl. of Hoboken Ferry Co. 
and D., L. & W. for a certificate permit- 
ting abandonment by former and aban- 
donment of operation by latter of ferry 
line extending from Hoboken, N. J., to 

W. 23rd St., New York City, N. Y. 

August 22—Washington, D. C.— Examiner 
Cremins: 

Finance 13417—Minneapolis and St. Louis, 

receivership. 
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August 23—Washington, D. C. — Examiner 

Weems: 
29346—Transit on crude rubber in Central 
territory. 

August 28—Washington, D. C.—Examiners 
Berry and Diamondson: 

1. & S. 5354—Switching at Spencer Kellogg 
& Sons, Decatur, Il. 
August 28—Washington, 
Romero and Eddy: 
Finance 14990—Joint application of D. L. & 
W. and Warren R. for authority to 
merge latter into former. 
Finance 14991—Application of D. L. & W. 
for authority to issue securities and to 
assume obligation and liability. 

August 29—Washington, D. C.—Examiner 
Molster: 

* Finance 15017—Appl. of A., T. and S. F, 
for authority to acquire trackage rights 
over a portion of Sou. Pac. in cities of 
Los Angeles and Long Beach, Calif., and 
over certain lines of railroad of Pacific 
Electric Ry. on Long Beach, Calif. 

August 30—Washington, D. C.—Examiner 
Cremins: 

Finance 10714— Alabama, Tennessee & 
Northern, reorganization. 
September 1—Washington, D. C.—Jt. Bd. 40: 
MC 75665, Sub. 12—Red Star Motor Coaches, 
Inc., Salisbury, Md., certificate to extend 
operations. 


September 4—Houston, Tex.—Hotel Ben Ml- 
lam—Examiner Borroughs: 

W-923—The Canal Lines, application. 

September 5—Allentown, Pa.—Federal Bldg.— 
Examiner Cave: 

MC 24491, Sub. 2—R. Weaver, Jordon, Pa., 

certificate to extend operations. 
September 5—Atlanta, 
Examiner Yardley: 

MC 7971, Sub. 4—Russell C. House Trans- 
fer & Storage, Inc., Atlanta, Ga., cer- 
tificate to extend operations. 

September 5—Baltimore, Md.—Assoc. of Com- 
merce—Examiner Cosby: 

MC 52837 Sub. 3—Maryland Pennsylvania 
Express, Baltimore, Md., certificate to ex- 
tend operations. 

September 5—Bluefield, W. Va.—U. S. Ct.— 
Examiner Angle: 
MC 105929 EX—Buchanan Gas & Oil Corp., 
Grundy, Va., certificate of exemption. 
Sa. ind.—State Comm. 


D. C.—Examiners 


Ga.—State Comm.— 


The Strategically Located 


MINNEAPOLIS & ST. LOUIS RAILWAY 


and its PEORIA GATEWAY 


Speed Wartime Freight 


U. S. Great Trading Nation 


If we wish to become a great “export nation,” we 
must also be prepared to likewise become a great 
import nation, or else there will be no trade balance. 
A vast new American Merchant Marine is now on 
the Seven Seas ready to undertake this job for you 


when V-J Day comes. 


POPE s TALB 
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August 18, 1945 


MC 2401, Sub. 7—Motor Freight Corp., Terre 
Haute, Ind., certificate to extend opera- 


tions. 
September 5—Jacksonville, Fla—Mayflower 
Hotel—Jt Bd. 205: 


MC 2900, Sub. 38—Great Southern Trucking 
Co., Jacksonville, Fla., certificate to ex- 
tend operations. 

september 5—Lexington, Ky.—City Hall—Jt. 


mc i0s876—J. Harrod, Frankfort, Ky., cer- 
tificate. 

MC 105983—C. S. Davis, Sadieville, Ky., cer- 
tificate. 

eS Ariz.—State Comm.— 


MC 105816—F. L. Clark, Mammoth, Ariz., 

certificate 
September 5—-Pittsburgh, Pa.—Roosevelt Ho- 
tel—Jt. Bd. 27: 

MC 13636, Sub. 5—Pitzer Bros., Jeannette, 

Pa., permit to extend operations. 
september 5—Pittsburgh, Pa.—Roosevelt Ho- 
tel—Jt. Bd. 65: 

MC 71226, Sub. 2—J. B. Gardner, Stoystown, 

Pa., certificate to extend operations. 
september 5—Pittsburgh, Pa.—Hotel Roose- 
velt—Jt. Bd. 59: 

MC 59746, Sub. 2—Wampum Hardware Co., 
Wampum, Pa., permit, to extend opera- 
tions 

wouere. 5—Portland, Me.—Fed. Bldg.—Jt. 
B 


MC ——— F. O’Brien, Calais, Me., per- 


MC 105877 — MacGuinness’ 
mouth, Me., certificate. 

September. _"s Francisco, Calif.—U. S. P. 
O. & Ct. Bldg.—Commissioner Barnard 
and Examiner Haden: 

29015—San Francisco & ee aed R. R. 
vs. Southern Pacific Co. 

a 5—Sheridan, Wyo. et Ped. Bidg.— 


MC 108935 Tony J. Pelesky & Son, Sher- 
idan, Wyo., permit. 

— BWashington’ D. 
ar 


Express, Yar- 


C.—Examiner 


MC 105320, Sub. 2—United States Trailer 
Transport Ca., Takoma Park, Md., certifi- 


eae 5—Washington, D. C.—Examiner 





C 9738, Sub. 1—Hagerstown Storage and 
~*~ © Co., Hagerstown, Md., certificate 
to extend operations. 

aay 4 —_— Wash.—Fed. Bldg. 


MC 1227, Sub. 1—Chelan Transfer Co., Inc., 
Chelan, Wash., certificate to extend oper- 
ations 
MC 105937—Earl Rash Transfer, Wenatchee, 
Wash., certificate. 
September 6—Atlanta, 
Examiner Yardley 
MC 1124, Sub. 50. Herrin Transportation 
Co., Houston, Tex., certificate to extend 


operations. 
September 6—Charleston, W. Va.— State 
Bd. 118: 

66—Atlantic Greyhound 


Comm.—Jt. 
MC 1504, Sub. 
Corp., Charleston, W. Va., certificate to 
extend operations. 
September 6—Cincinnati, 0.—Gibson Hotel— 
Jt. Bds. 193 and 9: 

MC 30697, Subs. 14 and 15—R. E. Dieck- 

brader, Cincinnati, O., permits to extend 

operations. 

September 6—Columbia, S. C.—Jefferson Ho- 
tel—Examiner Lyle: 

Finance 14957—-Appl. of Hampton & Branch- 
ville R. R. for authority to construct an 
extension of line of railroad from a point 
near Hampton to a connection with 
L. at Luray, and a connection with South- 
ern Ry. at a point near Lena, S. 

September 6—Jackson, Miss.—Robert E. Lee 
Hotel—Jt. Bd. 97: 

MC 66562, Sub. 660—Railway Express 
Agency, Inc., New York, N. Y., certificate 

to extend operations. 

bam 6—Lexington, Ky.—City Hall—Jt. 


MC 23981, Sub. 1—Black Brothers Line, 
Richmond, Ky., certificate to extend op- 
erations. 


prtenher €—-Phitadelphia, Pa.—U. S. Ct.— 
MC ay ae Katz and Co., Camden, 


N. J., per 
September 6—Philadelphia, Pa.—U. S. Ct.— 
Examiner Cosby: 
MC 16743, Sub. 1—Rietheimer and Barfield, 
Philadelphia, Pa., permit to extend opera- 
ons, 


September 6—Pittsburgh, Pa.—Hotel Roose- 
velt—Examiner Burge: 

MC 21623, Sub. 46—W. J. Dillner Transfer 
Co., Pittsburgh, Pa. 
Ptember 6—Providence, R. 
sette Hotel—Jt. Bd. 134: 

MC 6879, Sub. 41—R. J. Moriarty, Provi- 
dence, R. permit to extend operations. 
September 6—Scranton, Pa.—Casey Hotel— 
Examiner 


Cave 
MC 23929, Sub. 16—Alto Trucking Co., Inc., 







Ga.—State Comm.— 













































1.—Narragan- 











West Hazleton, Pa., certificate to extend 
operations. 


— 6—Washington, D. C.—Jt. Bd. 


MC 49117, Sub. 1—Tidewater Express Co., 
Inc., Aberdeen, Md., certificate to extend 
operations. 

— 7—Butte, Mont.—U. S. Ct.—Jt. Bd. 


MC 44790, Sub. 8—Maughan Co., Moorhead, 
Minn., certificate to extend operations. 
September 7—Cincinnati, O.—Gibson Hotel— 


Jt. Bd. 37: 
MC 30697, Sub. 16—R. E. Dieckbrader, Cin- 
cinnati, O., permit to extend operations. 
September 7—Cincinnati, O.—Gibson Hotel— 
Examiner Angle: 
MC 30697, Sub. 17—R. E. Dieckbrader, Cin- 
cinnati, O., permit to extend operations. 
September 7—Cleveland, 0.—Hotel Cleveland 
—dJt. Bd. 117: 
MC 30156, Sub. 5—Lake Shore Cartage, Inc., 
— O., certificate to extend opera- 
on 
MC 66562 Sub. Ore NY. Express Agen- 
cy, Inc., New York «+, certificate to 
extend operations, 
September 7—New Orleans, La.—Hotel Jung 
—Examiner Burroughs: 
W-923—The Canal Lines, application. 
September 7—Providence, R. 1|.—Naragansett 
Hotel—Jt. Bd. 23 
MC 66562, Sub. 652—Railwa y Express 
Agency, Inc., New York, N. Y., certificate 
to extend operations. 
September 7—Philadelphia, Pa.—U. S. Ct.— 
Examiner Cosby: 
MC 105932—Jackson & Gray Bus Service, 
Philadelphia, Pa., certificate. 
September 7—Scranton, Pa.—Casey Hotel— 
Examiner Cave 
MC 105761—J. Pugareili, Scranton, Pa., cer- 
tificate. 
MC 105917, Sub. 1—J. R. Lesoine, Tanners- 


ville, Pa., certificate. 
MC 105917, Sub. 1—J. R. Lesoine, Tanners- 
ville, Pa., certificate. 
September 7—Washington, D. C.—Examiner 
Driscoll: 


MC 104809, Sub. 16—S. Milkie, Silver Spring, 
Md., certificate to extend operations. 
September 7—Yakima, Wash.—Donnelly Ho- 

tel—Jt. Bd. 80: 

MC 76470, Sub. 1—E. E. Barnett, Yakima, 
Wash., ‘certificate to extend operations. 
September 10—Birmingham, Ala. — Thomas 
Jefferson Hotel—Examiner Bradford: 

* MC 73464, Sub. 22—Jack Cole Co., Inc., 

Birmingham, Ala. 
Copter eee 0.—Hotel Cleveland 
MC 66562, Sub. 659— Railway Express 
Agency, Inc., New York, N. Y., certifi- 
cate to extend operations. 
MC 66562 Sub. 661—Railway Express Agency, 
Inc., New York, N. Y., certificate to ex- 
tend operations. 
September 10 — Indianapolis, Ind. —State 
Comm.—Jt. Bd. 72: 
MC 105839, Sub. 1—Transit Service Co., In- 
dianapolis, Ind., certificate. 
MC oe Sub. 4—Newsom Trucking Co., 
Columbus, Ind., certificate to extend op- 


erations. 
— 10—Montgomery, Ala. — State 
Teclineon & Son, 


omm.—Examiner = ley 
MC 105548, Sub. 1—R. W 
Latayette, Ala., certificate to extend oper- 
ation 
September 10—Philadelphia, Pa.—U. S. Ct.— 
ur a Peterson: 

C 86475, Sub. 5—Venango Trucking Co., 
MSniladelphia,” Pa., certificate to extend 
operations. 

September 10—Philadelphia, Pa.—U. S. Ct.— 
Jt. Bd. 65: 


MC 66562, Sub. 663— Railway Express 
Agency, ‘Inc., New York, N. Y., certificate 
to extend operations. 

September 10—Scranton, Pa.—Casey Hotel— 
Jt. Bd. 65 and Examiner Cave: 

MC 42310—Thompson Travel Bureau, Scran- 
ton, Pa., license 

MC 105776—T. Prutisto, Jessup, Pa., certifi- 
cate. 

September 10—Washington, D. C.—Examiner 


Carpenter: 
MC 37281, Sub. 2—R. P. Salyards, New 
Market, Va., certificate to extend opera 


tions. 

September 11—Atlanta, Ga.—Atlanta-Biltmore 
Hotel—Examiner Faul: 

28791—Rates on a aggregates within 


state of Georgi 
Mich. — Hotel Ft. 


September 11 — Detroit, 
Shelby—Examiner Bur, ree: 

MC 29886, Sub. 15—Dallas & Mavis For- 
warding Co., Inc., South Bend, Ind. 
a © 1—Fargo, N. O—U. B. CL.—Jt. 
we 2 Sub. 7—Midwest Motor Express, 

Bismarck, N. D., certificate to ex- 
jt operations. 
September 11 — Indianapolis, Ind.—State 
Comm.—Jt. Bd. 
MC 1425, Sub. 8—Overland Freight Lines, 
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Ine., Indianapolis, Ind., permit to ex- 
tend operations. 

September 11—Lynchburg, Va.—U. S. Ct.— 
Jt. Bd. 108: 


MC 903 Sub. 17—Falwell Fast Freight, Inc., 
— Va., certificate to extend oper- 


September Snes, Va.—U. S. Ct.— 
MC 903 Sub. 18—Falwell Fast Freight, Inc., 
Lynchburg, Va., certificate to extend oper- 


ations. 
September 11—Lynchburg, Va.—U. S. Ct.— 
Jt. Bd. 245: 
MC 903 Sub. 19—Falwell Fast Freight, Inc., 
aes. Va., certificate to extend oper- 
ations 
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For Sailing Information 
Consult Our Offices 


Colin Lue 


MISSISSIPPI SHIPPING CO., INC., AGENTS 


NEW ORLEANS 
NEW YORK CHICAGO 






P. & P. U. Ry. Co. 
and Peoria Gateway 


Everybody's Gateway 
Always Open 


PEORIA-GATE WAY 


Peoria and Pekin Union Ry. Co. 
Room 36, Union Station, Peoria 2, Ill. 


E. F. Stock, Traffic Manager 


"One of America's Railroads—All United 
for Service in the Post-War Era."' 


















































TRAFFIC WORLD 


MOTOR TRANSPORT SECTION 


PUBLISHED IN THE THIRD WEEK'S ISSUE EACH MONTH 


Maps and AMbed we Unique 


The maps in this section are different from maps 
published in any other medium. They are special 
maps designed by TRAFFIC WORLD'S map depart- 
ment and keyed in accordance with the specifications 
of shippers. Hence, these maps and the allied data 
are unique in that the material is presented in a way 
shippers all over the country told TRAFFIC WORLD 
it would be most helpful to them in selecting highway 
carriers and routing freight. 


Key fo Maps in we eee 


eum Daily INTER- and INTRAstate service. 

samme Daily INTERstate service (no INTRAstate). 

sme Daily coordinated rail-motor service. 

Irregular or special service routes 

encsenae: Connecting lines. 

eececece Ferries. 

@ O Principal points served. [j Terminal cities. 
Unless otherwise noted om maps, motor lines offer- 


ing an intrastate service are also interstate oper- 
ators when their roufes extend into other states. 


CENTRAL & WESTERN STATES 


San Diego Forwarding Company 
Established 1932 Incorporated 1940 


General Office: 305 W ‘‘A’’ Street, San Diego 12, California 
Telephone—Main 1068 


Virgil B. Windle, President 
Branch Office: 301 S. Santa Fe Ave., Los Angeles 13, California 
Phone—Madison 7501 
Daily Overnight Express Service Los Angeles to San 
Diego and Pool Car Distribution in San Diego 
NUMBER OF UNITS: 19; 17 open stake, 2 closed. 


INSURANCE: cone 15,000 (Fireman’s Insurance Company; Public Liability 
25,000 and 50,000 (Nat. Automobile and Casualty; Property Damage 10,000 
and 15,000; Wor kingmen’s Compensation (California Compensation). 


ASSOCIATION MEMBERSHIPS: Truck & Warehouse Assn., Local Cartage 


National Conference, Los Angeles Transportation Club, Foreign Trade Association 
of Southern California. 


Post-War Planning? 


@ While your number one job is to continue to 
aid the war effort, your number two job can well 
be planning for post-war. 

Start planting the seeds now for your post-war 
sales harvest by constantly keeping before the 
leading shippers of the nation a map and details 
of your operation. 

The quickest, most effective, economical way 
to do this is through this motor transport section 
in the shippers’ everyday working tool. 





ANDERSON MOTOR SERVICE CO. 


MAIN OFFICE — 1516 NORTH 14TH STREET, ST. LOUIS, MO. 
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cry COOH Th Vessr St. Louis 


OKLAHOMA ARKANSAS LOUISIANA 
and OKLAHOMA and TEXAS 


28 years in business. 


Serving the Indus- 


trial Middle West 
TRAFFIC WORLD — CHICAGO 
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DECATUR CARTAGE CO., INC., 
OF INDIANA 


ecatur. Cartage Co. 


20th St. & Wentworth Ave., Chicago 16, Iil. Telephone—Victory 6000 
WALTER MULLADY, President * R. A. BAENSCH, V. P.-Traffic 


COMMON CARRIER—I. C. C. Certfs. 68909-80412; P. S. C. I. No. 418A-1-10; P. S.C. I. 
No. 1597-A-1; P. S. C. M. No. T-3406; P. U. C. O. No. 4856-RX; U. S. Customs Bond. Estab- 
lished 1926. INSURANCE: Cargo, $50,000-$100,000; Public Liability, $25,000-$50,000; 
Property Damage, $50,000. 


Route it “DECATUR” for Cleveland, Cincinnati, Toledo, Terre Haute, Indianapolis, 
St. Louis, Quincy, Peoria and a thousand and one other spots in the great area shown on the 
map .. . served day and night by our great fleet of modern transports . . . affording a trans- 
portation service whose dependability amply proves that “FOR SHIPMENTS MIDWEST, 
DECATUR IS BEST.” 
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Watch Display advertisements on the 
index page of TRAFFIC WORLD. 























Established 1927 $T. LOUIS LOUISVILLE CINCINNATI 
LAWRENCEBURG CENTRALIA ALTON 
GENERAL OFFICES: 1717 N. Broadway, ST. LOUIS 


4 USING. Rper W.H. Husmann, Pres. SF F. Walsh, Traffic Mgr. 


Freiout Lines, Inc. 








A Dependable Service 


“We do not know of anyone or any organization that 
has a better set-up for assembling the data and informa- 
tion required to compile and publish a motor truck guide 












































. or directory than the organization you have, nor do we 

1 know of any organization in whose publication we would 
place the reliance that we would in a publication of this}: 

. kind compiled and published by the Traffic Service 
Corporation.” 

s (petroleum company) 

Equipment: 47 tractor-trailer units Tulsa, Oklahoma 
4 (company owned); 16 refr. units. 
n | 





Merchants Motor Freight, Inc. 


Established 1928 - - I.C.C. Permit No. MC 76266 
STANLEY L. WASIE, President ¢ WALTER J. HEROLD, 7rf. Mgr. 


Merchants criss-crosses the Middlewest with 5,802 miles of daily service 


OFFICES | 
St. Paul, Minnesota, 2625 Territorial Road; Omaha, Nebraska, 123 Nerth (2th; | 
Phone Nestor 2601; Teltp. St. P. 9. Phone Harney 5441; Teltp. Omaha 188. 
. Des Moines, lowa, 321 S.W. 6th; Denver, Celorade, 1320 tith; 
Phone 3-4185; Teltp. D. M. 90. sanaae peony += 
Chieago, Ilinols, 2424 West Cermak Read; aterlee, lowa, eryen: 
Phone Haymarket 3930; Teltp. Chieago 1794. ‘ase eat — rang hag. ar 
St. Louis, Missouri, 4th and Spruee; a a _ — na4e: 
Phone Garfield 5234; Teltp. St. L. 440. ee inten ath qanmeree 
Kansas City, Missourl, 2560 Warwiek Traffleway Cedar Papids, towa, 215 Ninth Ave., 8.E.; 
Phone Harrison 6282; Teltp. K. C. 594 Phone 3-0253; Teltp. C. R. 18. 








NEBRASKA 
Columbus \ 6) nS & a Sa 

@ North Plate ie Rock Island Moline £5 Oe 
39} Grand Island Oo * | 
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\ x mf : 

earney| L———4._ ) 
| Hastings ILLINOIS | 
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' 
—e*, | 
| KANSAS ‘ 

COLORADO H TRAFFIC WORLD — CHICAGO 


TARIFFS: Western Trunk Line Motor Common Carriers Bureau, Inc.; North- 
west Tariff Bureau, Inc.; Central States Motor Freight Bureau, Inc., Midwestern 
Motor Freight Tariff Bureau, Inc.; Rocky Mountain Motor Tariff Bureau; South- 
etn Motor Carriers Rate Conference; Eastern-Central Motor Carriers Assn.; 
Central and Middlewest Motor Freight Bureau. 


INSURANCE: Cargo—$50,000 per unit—$100,000 per catastrophe. Public Lia- 
~-$25,000 per person—$100,000 per accident. Property Damage—$5,000. EQUIPMENT: Includes 70 tractors, 70 trailers, 
orkmen’s Compensation. 54 city trucks. 







C'St. Louis 
+) East St. Louis 


OmIa~ 











Or 
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Clemans Truck Line, Inc. 
Established 1929 


C. L. Jones, Secy.-Treas. Tel. 39381 


C. I. Nos. 692-A-2-3-4-5-6-7 Intrastate-Indiana—P. S. 
693-A-2-3-4 Interstate Indiana—M. P. U. C. 
state-Michigan. 


Kokomo, LaPorte 


1 flat); 26 Trucks (17 vans, 9 open). All Company owned. 


pong: Public Lisbility, 25,000 and 100,000; Proper 
age, ; Workingmen’s Compensation, (Michigan 
tebility Co.) 


SAFE—COURTEOUS—SERVICE 






















is the time to keep the details of your operation 
before the leading shippers of the country. 


Vow more = See 


Listings in this motor transport section are set- 
up in accordance to specifications of shippers. 
Advertising rates are extremely low. Write for 
full details. 


aN 





ee « 


ee 


Unexcelled Transportation over fast, direct, soheduled 
routesthrough 19 industrial states. Terminals and 
Warehouses in prinolpal cltles. Cheok these advantages: 


R ering stations (electric time Wire reports on trucks in transit. 






} every 100 miles or less. C.O.D. deliveries accepted. 
Free pick-up. Free delivery. Experienced personnel. 
Teletype service. Courteous operators. 
Insurance inspectors at terminals. Fully insured cargoes. 
Highway Patrol System. Modern equipment. 





CENTRAL STATES 


Incorporated 1934 
815 E. Pennsylvania Ave., South Bend, Ind. 


A. C. Clemans, Pres., A. C. Scheetz, T. M. 
COMMON CARRIER: I. C. C. Certificate No. I ea —P. S. 


No. boty Inter- 


SERVICE: Overnight service between Elkhart, Indianapolis, 
eo ae Plymouth and Rochester, 


Indiana; Battle Creek, Grand Ra an, hree Rivers, - a Equipment (Anderson, Ind.)—Listed lines are accepted 
Michigan and Louisville, Ky. ane intermedia ints served be- 
tween Grand Rapids, Michigan, and Louisville, 7 


NUMBER UNITS: Tractors 54; Trailers 60, (39 vans, 20 open, 
INSURANCE: Cargo 50,000 and ——— ag one Office of 


Dam- 
utual 


XQ 
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Random Quotations from Tid 
Shippers About this Motor eons 
x Transport Section HARR 


Business Machines Mfr. (Cleveland)—We use the information to eliminate the 
irresponsible motor carriers our service. 





Batte: Petey Mfr. ca, N. J.) —The guide enables us to route our shipments and to 
ormation d quickly. 


Machinery Mfr. (Beatrice, Nebr.)—Keep the good work up and eventually we 
will have a regular net work ‘of dependable carriers. 


Iron & Steel Products Mfr. (Lynchburg, Va.)—If they are listed by you we 
will have no hesitation in using their services. 


Iron Products Mfr. (Philadelphia)—The maps are fine because they are comparable, 


Stove Mfr. (St. Louis)—With the gone number of trucks operating at the present 
time, an tion from a reliable source as to responsibility is of considerable 
value. p this up. 


Steel Products Mfr. (Detroit)—Your investigation and presentation is 100%. 


Paper Mfr. (Berlin, N. H.)—The investigations you make are more thorough than 
any we hope to make. 


Bever: Manufacturer (Westfield, N. Y.)—There is a ny: cay comfort in 
using na lines suggested by Traffic World. Good work—keep them coming. 


Petroleum Products (Tulsa)—It is limited and the ones shown do not operate in 


WASHIN¢ 





all the territory we serve. Individual 
—_ of Women’s Wear (New York City)—Because of the increaing volume Middle Atlant 
ck transportation, one has to choose those which are the most re ty Meg ml: 
Sian deans aloes gue dane that. 
Distiller Owensboro, Ky.)—Knowing that you have thoroughly investigated 
carriers before accepting their Fr pene Bell ely is more yar me that 15 tractor 
obtained in a general guide. If you would arrange to give more general coverage and flat b 
you would te complaints of non-coverage in certain sections. 
Flour Miller (Great Falls, Mont.)—The maps are very helpful. Ca 
Salt Com (Chicago)—Y: rvice v helpful, but of course is not FgO, 
com y ood we are Sliced databace o> onl is tot information in all peat Liability 
A of United States. Get more representation. deductible 
Ws Food Mfr. (Denver)—We feel that you do not list any lines that are not responsible. Compen: 








INTER-STATE SYSTEMIINe 


CENTRAL MICHIGAN TRUCKING INC. 

EASTERN MICHIGAN FREIGHT LINES 6¢§ 
INTER-STATE MOTOR FREIGHT SYSTEM 

a, MOTOR FREIGHT SYSTEM, INC., OF means 





—_— 
ee 





Elmer A. Schier, General Traffic Manager 





134 Grandville Avenue, S. W 
page Carrier 


Established 1 Michigan corpora 
L£c.C. rea Ns. ‘MC35628 and MC4é MiCabens, 


Equipment 
Owned and leased—825 tractors, 1100 trailers, 


200 pick-up trucks; Total 2125. All 
pred aden ond efficient. — 


All forms of insurance carried in companies 
authorized to do business in each state as 
req . 

Cargo: $120,000 (Primary), $155,000 Ex- 
cess); Public Liability, $100,000/200, 
Property Damage, $25,000; Workmen’ 2 
Compensation. 


Grand Rapids, Michigan 
Tariff 
Central States Motor 
Eastern-Central Motor Association. 
Indiana —. Rete t & Te Bureau, Inc. 
Southern Rate Conference. 
Mid-Western. ‘Meter Freight Tariff Bureau. 
Schedules and Extent of Service 

Following day deliveries are ordinarily made 
on all shipments — .e 360-mile radius of 







—— terminal poi 
we Ey RN 1 3a . Feng 
per ’ e- 
livery counpuiane. i ai Cargo, # 
Our own lines and abiiad Ganeves a cements 
lines serve more than points e 
United States. Compenss 


ance on Al 
Insurance ( 


Association Memberships 
A.T.A.; Mich. TA: Ohio T.A.; Chamber 
mmerce in principal ci eer | 
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Tidewater Express Lines, Inc. 
Warner & West Streets, BALTIMORE, MD. ‘Maps and Information in this Section 


J. T. Bennett, Traffic Manager Call—SOuth 1551 ea 
Superior to Any Other Type Published! 


Not so long ago, an industrial traffic manager of a 


CHAMBERSBURG ay pies leading industrial manufacturing company in Milwau- 


y Yori ye ‘on BRANCH OFFICES 
sett, Quarryville . line 
20 Red Lion DENG YL-V ANIA Aberdeen, on kee, Wis., wrote this 


Mesias sy “In the issue of the Traffic World which is 
el AbNe Exgs'| | 300 East St. (Call 557) published in the third week of each month, 








HARRISBURG 
Lemoyne Vek 


New Cumberland aN ‘ork Haven 


























= ae York, Pa. : 
<I ra ‘ Chars & ome Sts. you have a Motor Transport section. We find 
Z, 'rov ro $, a * 
SES rT Washington, D. c. that the maps and information which is pub- 
~ : On . . . 4 . 7 * 
rete. mA BALTINORE not) (Call Republic 2224) lished in this section to be superior to any 
Guitenburs $ YO” PAN Aleringish) i other publication of this type, which we have 
Sodnty eae [Seantico Richmond, Va 
' 1 Of vweaes wae seen. 
LB PP DMARYLATY abate, —«S- 18th St. (Dial 7-436) 
VIRGINIA SEL Hyetevile yy IRGINIA' ig Westminster, Md. re ' " 
WASHINGTON UU DAdind 77 — St. — 288) We would like to be advised if the maps and 
D pa rmarrre woms—cmcanel} RICHMOND (Gall 144) , other information which you show in the 
TARIFF AGENCIES Motor Transport section are available under 
Individual Southern Motor Carrier Rate Conference : 
Widdle Atlantic States Motor Carriers Conference Eastern-Central Motor Carrier Association separate cover. If not, what suggestions do 


Rocky Mountain Tariff Bureau 
EQUIPMENT 


15 tractors, 17 semi-trailers. Trucks, 35 vans (12 refrigerated); open 
and flat bodies available. All company owned. 


you have relative to filing these pages to make 
them readily available for reference works?” 








It is little wonder that this typical leading shipper finds 


INSURANCE : this motor transport section so helpful—information and 
%Cargo, $10,000 (Northern Assur. Co. of London). . . Public x . : eS 
Liability, $10,000 & $50,000; Property Damage, $50,000-$50 maps are set up according to shippers’ specifications. 
deductible (Fidelity and Casualty Co. of N. Y.). Workingmen’s 






Compensation (Lumberman’s Mutual Casualty). 








e OHIO TERMINALS—Akron, 550 E. South St. (Franklin 5195): Bellewue | 

A (Phone 241); Cleveland, 33rd & Hamilton (Prospect 5350): Ciyde, 402 

orwa ruc DW GS sine at. (Prone 2561) : Defiance (Phone 556); Elyria, 124 Maple Bt. | 

(Phone 3484) ; Fremont, 109 E. State St. (Main 2826); Lorain, 202 11th | 

St. (Phone 4135); Mansfield, 399 N. Main St. (Phone 21606); Medina, | 

254 Smith Rd. (Phone 22181); Napoleon (Phone 28741): Norwalk. | 

36 Woodlawn Ave. (Phone 266); Sandusky, 30 W. Perkins St. (Phone 

2276); Toledo, 145 8. St. Clair St. (Adams 429i); Vermilion (Phone 
3368); Warren (United Terminals) (Phone 4886). 

MICHIGAN TERMINALS—Adrian, 405 8. Center St. (Phone 105); Battle 

Creek, 220 8, Calmy Bt. (Phone 2-5107): Bay City, foot of First St. 





“‘Satisfy your Customers with 
Norwalk Service’’ 


1.F.Bragghgumen common caries 


.C.C Certificate No 71096 


























(Phone 6228); Detroit, 175 8. Campbell St. (Vinewd 2-1435); Flint. 

C. W. Hoke 1812 Beach St. (Phone 41659); Grand Rapids, 338 Wealthy Ave. (Phone 

Vice-President 8-6427) ; dackson, 336 8. Otsego Ave. (Phone 7483) ; Kalamazoo, 115 West 

St. (Phone 22428); Lansing, 904 E. Hazel St. (Phone 49401); 

Established 1921 onree, 715 8. Telegraph Rd. (Phone 1032): Pontiac, 375 N. Cass Ave. 
Incorporated (Ohio) (Phone 29201) ; Saginaw, 142 Davenport St. (Phone 6228). 

IRDIANA TERMINALS—Aubum, 834 W. 9th St. (Phone 618-3): Elk- 

36 Woodlawn Ave. hart, 1401 W. Beardsley Ave. (Phone 466); Ft. Wayne, 1122 Sherman 

Telephone—266 St. (Anthony 4368): Goshen, 1201 8. 10th St. (Phone 111); Hammond, 

1055 Indianapolis Blvd, (Whiting 783); Kendallville, 900 8. Main St. 

NORWALK, OHIO (Phone 300); La Porte, 902 E. Lincoln Way (Phone 2041); Michigan 


City (Phone 687); South Bend, 843 Rush St. (Phone 39321). 
ILLINOIS TERMINALS—Chicago, 18th and Canal (Monroe 8888). 


PENNSYLVANIA TERMINALS—New Castle, 32 8. Beaver St. (Phone 
745): Pittsburgh, 202 Penn Ave. (Phone At-5887). 








nee 






HEN ‘ Z 
Ll iC) —— a 


D) 
tZ 
















am 
ciation. 
wu, Inc. 
ce. 
Bureau. 
oi 
mace 
< of H 
b. All INSURANCE Co.). %Blanket Employees Bond 
and de- C. 5/75,000 Connecticut (idelitn & Casunity Co). Also bonded 
cael A eo ip ublic. Liability, by new A. T. A. bond. EQUIPMENT 
ll Ccrnponsttion, and Lisbiity insur TARIFF AGENCIES war teflon i ceatay sone 
-minals 1 Central Motor Freight Assn., Inc. _ 
ee en A ate TesciacLctiey Ohio Motor Frt. Tariff Bureau 208 delivery trucks (139 company owned) 
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Air Express Division, Railway Express Agency. .453 
American Airlines, Inc 412 
Anthony Co. 

Association of American Railroads 

Anderson Motor Service Co 

The Atchison, Toneka and Santa Fe Ry 


Chevrolet Motor Div., General Motors Sales 
MINN aia lies 5s Btn ias space ois 0 tagbie, 3 aseicne Inside back cover 

Chicago, Burlington & Quincy R. R 

Chicago Great Western Ry 

Chicago & North Western Ry 

Clemans Truck Line, Inc 

Cotton Belt Route 

Crooks Terminal Warehouses, Inc 

Decatur Cartage Co 

Delta Line 

Dodge Div., Chrysler Corp 


Evans Products Co 


Food Machinery Corp 
Ford Motor Co 
Frisco Lines 

Fruehauf Trailer Co 


General American Transportation Corp 

GMC Truck & Coach Div., General Motor Corp..455 
General Tire & Rubber Co Facing 409 
Gulf, Mobile & Ohio R. R 


Highway Trailer Co Facing 408 
Horder’s, Inc. 457 
Husmann & Roper Freight Lines 


International Harvester Co 
Inter-State System 


Keeshin Motor Express Co 


LaSalle Extension University 
Long Beach, Port of 


Mansfield Tire & Rubber Co 

Merchants Motor Freight, Inc 

EINEM NNR 8505.55.07: 0s 5 5d asin ahs), ahss diene.) 4-66) avehand 408 
Minneapolis & St. Louis Ry 

Minneapolis, St. Paul & Sault Ste. Marie R. R.. .457 
Missouri Pacific Lines Front cover 


Nashville, Chattanooga & St. Louis Ry 
National Freight Rate Service 
Norwalk Truck Line Co 


Pan American World Airways 
Peoria & Pekin Union Ry 
Pope & Talbot, Inc., McCormick Steamship Div. .462 


EE EE OI sg po dts vec ddinenades ’ 
San Diego Forwarding Co 


Tidewater Express Lines, Inc 

Timken-Detroit Axle Co 

Timken Roller Bearing Co 

RII 5 oe osha since SoMa orn eemwced 411 


Union Pacific R. R 
U. S. Rubber Co Inside front cover 


Ward LaFrance Div., Great American Indus- 
tries, Inc. 


White Motor Co 


This Advertisers’ Index is published as a reader convenience and 
not as part of the advertising contract. The inclusion of this 
index is a last-minute operation and although we try to make 
it error proof, we cannot be responsible for any errors or failure 
to insert. No allowances will be made for any errors or omissions. 


TRAFFIC WORLD 


1. ©. C. PRACTITIONERS. The only practical, authentic I. C. law 
course available by mail. Restricted to Attorneys, Practitioners or those 
qualified to prepare for practice. Includes Freight Forwarder Act. 
COLLEGE OF ADVANCED TRAFFIC, 12 E. Jackson Blvd., Chicago, Ill, 


TRAFFIC MANAGER—Expediter—Supervisor—25 years’ experience, 
desires change to industrial, commercial or trade association. Have 
knowledge of all phases of traffic. Midwest locality desired. Available 


August 30. 51 years old. That’s a fact. Box 392, Chicago office Traffic 
World. 


TRAFFIC WOMAN, 20 years industrial traffic experience—claims, 
passenger reservations, secretarial—desires permanent connection in- 
dustrial or railroad West Coast. Available for interview September. 
Box 390, Traffic World, Chicago. 

INDUSTRIAL TRAFFIC MANAGER or assistant, age 45, over 10 
years’ practical experience, all phases including claims. LaSalle grad- 


uate. Presently employed. Wish change for greater responsibilities. 


Anywhere. Minimum salary $4,500. Box 394, Chicago office Traffic 
World. 


WANTED—Position as Traffic Manager or Assistant. Registered 
practitioner, 15 years transportation experience, private industry and 
government. Age 33 years. Box 396, Chicago office Traffic World. 


TRANSPORTATION EXECUTIVE 


With at least five years’ experience in freight 
rate department of railroad, between 30 and 40 
years of age, assistant to traffic manager of 
large printing plant. Liberal compensation and 
excellent opportunity. State complete experi- 
ence and qualifications in reply. Box 395, Chi- 
cago office, Traffic World. 


TRUCK OPERATING RIGHTS to and from Northeastern States 
bought-sold-consolidated-leased-coordinated. Northeastern Truck Bu- 
reau, 45 Milk Street, Boston, Mass. Liberty 4444. 


PROMPT DISPOSITION of file Traffic World July ’08-Dec. ’42 near- 
ly complete except 1915 and 1917. Address Box 393, Chicago address 
Traffic World. 


UNIVERSAL 8 pc. Tool Set $14.85, 10 pc. $19.85; Wrench Set 6 pc. 
box end $7.85, open end set $9.85; Combination box and open 8 wrench 
set $14.85; Midget %4” or %” socket set and case $19.85; Standard 
1%” 15 pe. socket set in case $29.85; Tractor %” 14 pc. socket set in 
case $49.85. Immediate shipment! Clip ad, mail check now. Universal 
Tool Co., 1527 Grand TRW, Kansas City, Mo. 


FREIGHT CAR PRICES REDUCED! 


Now only half of recent peak prices— 
as low as $500! 


Which of these cars could you use? 


5—Hopper, Twin 50-Ton 

80—Hopper, Side-Discharge, 50-Ton 

10—Refrigerator, 40-Ft., 40-Ton 

10—Box, 40-Ft., 40-Ton - 

7—Box, Automobile, Steel, 50-Ft., 50-Ton 

3—Dump, Magor. 30-Yd.. 50-Ton; lift doors 
2—Dump, Clark Automatic, 30-Yd., 50-Ton.; drop doors 
4—Dump, K & J Automatic Lift-Door, 37-Yd., 50-Ton 
10—Dump, K & J Automatic Lift-Door, 20-Yd., 50-Ton 
25—Tank, 8000-Gallon, 40-Ton Trucks 

50—Tank, 10,000-Gallon, 50-Ton Trucks 


Perhaps this list also has some other cars you could use to very 
beneficial advantage now? 


All cars are priced fo sell 


IRON & STEEL PRODUCTS, INC. 
40 years' experience 
13450 S. Brainard Ave., Chicago 33, Illinois 
“*ANYTHING containing IRON or STEEL" 
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: FOR ALL TRADES 


— Light loads or heavy pulls, long-distance hauling or local 





in- § delivery—Chevrolet trucks will do the job economically 
me and dependably, because they are designed, engineered 
- and built for truck work exclusively. 

Because truck operators recognized the famous features 
fic 


of Chevrolet trucks as “built-in values’’ they bought more 
Chevrolet trucks than any other make in seven of the last 
nine prewar years. These same features are continued in 
the 1945 Chevrolet trucks. Should your needs demand 
extra payload capacity, your Chevrolet dealer can pro- 
vide the right truck by the installation of the necessary 











PERFUMES 



















OR 
equipment (auxiliary axles, springs, trailers, bodies, etc.). _. 
Buy only as much truck as you need, because it's E a pata 
payload, not chassis weight, that pays profits. Buy a CHICKS OR CHILDREN 
Chevrolet truck—the right truck for all trades. ee 
GOWNS OR GRAVEL 
" FLOWERS OR FUEL 
HATS OR “HORSES 











states 
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dress 
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BUY MORE WAR BONDS 


HELP SPEED THE VICTORY 


NEW 1945 CHEVROLET TRUCKS 


All —— trucks are equipped with 
the famous valve-in-head six-cylinder 
truck engine—recirculating ball-bearing 
steering—diaphragm-spring clutch—hy- 
poid rear axle—articulated hydraulic 
brakes—sturdy truck frame. 


HEAVY-DUTY TRUCKS, 13414-inch 
and 160-inch wheelbases—Load- Master 
engine, 93 horsepower, 192 foot-pounds 
of torque—4- speed transmission, power 
take-off opening—hypoid single- speed 
full-floating rear axle—2-speed rear axle 
—auxiliary rear springs—all-steel cab. 


LIGHT DELIVERY PICK-UP 
TRUCK, 115-inch wheelbase—90- 


very 








horsepower engine—3-speed Syncro- 
Mesh transmission—hydraulic shock 
absorbers, front and rear—all-steel cab 
—unit-designed body. 


SCHOOL BUS CHASSIS, 160-inch and 
195-inch wheelbases—safety features 
to comply with all state regulations: 
vacuum-power brakes—Tru-Stop, pro- 
peller-shaft hand brakes—propeller- 
shaft guard—special heavy-duty front 
springs and front axle—two-stage, pro- 
gressive-action rear springs—double- 
acting shock absorbers—20-gallon side- 
mounted fuel tank. Other features same 
as heavy-duty. 


CHEVROLET MOTOR DIVISION 
General Motors Corporation 
DETROIT 2, MICHIGAN 
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e OUT OF EVERY 
Ln IS A CHEVROLET 










































































©© I'll take DODGE over any 
of the rest... two to one @@ 


says JESSE G. WILFORD 


LAKE WALES, FLORIDA 


















































































































































“Tve been driving trucks for thirty years, and I’ll take a DODGE Cains heten —e 

over any of the rest .. . two to one. They use less gas and oil, and NOW TAKING ORDERS! 
always run cool.”’ So says Jesse G. Wilford, driver for the Townsend , 
Sash, Door & Lumber Company, Lake Wales, Florida. Dodge is now building new 72, 174 


\ , and 2-ton Job-Rated trucks for civilian 
Mr. Townsend writes: ‘‘We recently purchased two additional 2-ton fuse. See your Dodge dealer NOW for 


e ° ° ° % he righ b-R 1 fi job! 
Dodge trucks. All of our trucks are being used in logging operations, a7. Se ee ee 
under very bad conditions. - 


LISTEN TO THE MUSIC OF ANDRE KOSTELANETZ WITH 


“These Dodge trucks have proved entirely satisfactory, and it’s ee ee ne nee Sy EF 
our opinion that the 2-ton Dodge is the ideal truck for logging, 
where tough and sturdy trucks are required.” 
* * * 
If YOU want this kind of dependable and economical service—let 
your Dodge dealer take care of your trucks! The “know how” of 
his mechanics, and readily available factory-engineered parts, will 


keep your trucks “fon the job’ without costly delays. Make your TR Lj él K ao 


© - 66 ~?? 
Dodge dealer your ‘‘truck headquarters FIT THE JOB...LAST LONGER 


DODGE DIVISION of CHRYSLER CORPORATION 





